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Perkins’ Locomotive Roof or Crown Stays. 


The roof stays illustiated by-the annexed wood-cuts 
(which, with the followi: g description, are copied from The 
Engineer), have been designed and patented by Mr. Stan- 
hope Perkins, of the Manchester, Sheffield & Lincolnshire 
Railway, for all locomotive, portable, and other boilers 
where the fire-boxes are su 
fire-boxes. A description o 
will best show their application. 
box have been riveted together complete, the copper box is 
put in, being fixed in its proper position, and is afterwards 
put under the radial drilling machine, and all the holes 
drilled from the outer shell for the ar. stays, and also all 
the holes drilled in a direct line from the crown plate to the 
top plate of the — box ; and while in that position the | 
holes in the outer shell are tapped with a conical tap, of | 
sufficient length for the plain end to pass through the hole 
which has been drilled in the copper box ; which, of course, 
keeps the tap in proper line. When all the holes are com- 
pleted the copper box is withdrawn out of the outer shell 
and the tov plate of the copper box is tapped with the 


the method of fixing the stays 


Whitworth’s ordinary taps; the whole of the screws 
are then screwed in from the: inside of the box) 
rfectly tight: the socket is then screwed oon. ' 


his socket is turned hollow, so as to give a sharp edge, °nd | 


On the morning of the 10th a nger train on the North 
Penn Division of the Philadelphia & Reading road ran into 
a freight which was just going into a siding at Rock Hill, 
Pa. th engines and several cars were wrecked and eleven 
passengers hurt. 

On the afternoon of the 10th a passenger train on the 
Boston, Concord & Montreal road ran into the rear of'a 
freight which was standing at East Concord, N. H., wreck- 
ing several cars and injuring the engineer. 

On the 11th a freight train on the New York Central & 
Hudson road ran into a preceding freight in Schenectady, 
N. Y., wrecking several cars. 

Very early on the morning of the 13th a freight train on 
the Svuthwestern (Georgia) road ran over a misplaced 
switch and into another freight standing on a siding at 
Howard, Ga., doing some damage. 





nded from the crown or outer | " : 
rt |into some cars standing on a siding at Franklin, Mass. 
After the boiler and fire-| 


| couple some cars which had broken loose near State 


| was just going into a siding in Rahway, N. J. The passen- 
| ger engine was damaged and several freight cars wrecked. 


On the afternoon of the 14th a freight train on the New 
York & New England road ran over a misplaced switch and 


Several cars were wrecked. 

On the afternoon of the 15th a freight train on the Dela- 
ware road ran into a preceding freight which had stop - 
oad, 
Del. The engine and several cars were damaged badly, and 
a tramp stealing a ride fatally hurt. 

On the night of the 16th a local passenger train on the 
Pennsylvania Railroad ran into the rear of a freight which 


Early on the morning of the 17th a freight train on the 
New York, Lake Erie & Western ran into a preceding 
freight at Shohola, N. Y., wrecking the caboose. 

On the ae of the 18th a freight train on the Grand 
Rapids & Indiana road ran into a preceding freight near 
Kendallville, Ind., wrecking several cars. 

On the night of the 21st, as a freight train on the Cleve- 





between a Lake Erie & Western passenger and the Cincin- 
nati, a St. Louis & ae pay trait near 
Moutmorency, Ind., on the track used in common. 
engines were badly damaged, and one man fatally hurt. 

n the night of the 19th there was a butting collision be- 
tween two freight trains on the Chicago, Milwaukee & St. 
Paul road near Mt. Carroll, Il. 

On the night of the 20th there was a butting collision be 
tween two freight trains near Mt. Carroll, [iL, on the Chi 
cago, Milwaukee & St. Paul. 

rly on the morning of the 26th there was a butting col 
lision between two freight trains on the Jeffersonville, Madi 
son & Indianapolis road near Walesboro, Ind., by which 
both engines and several cars were wrecked and the road 
blocked nearly allday. The north-bound freight had orders 
to stop at Waiesboro, but did not. 

On the morning of the 28th there was a butting collision 
between a passenger train running backward and a coal 
train on the Lehigh Valley road near Mahanoy, Pa. A pas- 
senger car was wrecked, one man killed, one fatality and 
three less severely hurt. 


CROSSING COLLISIONS. 


On the morning of the 10th a New York & New England 
freight ran into an Old —— passenger train at the cross- 
ing in bid aay Mass., wrecking acar. The fireman was 
killed and five persons hurt. There was a dense fog at the 
time. The Railroad Commission blamed the New York & 
New England engineer for his carelessness. 


DERAILMENTS, BROKEN RAIL, 

About noon on the Ist a passenger train on the Rutland 
road struck a broken rail near Middlebury, Vt., and four 
cars were thrown from the track, blocking the road over 
three hours. 

On the morning of the 24 a passenger train on the Michi- 

an Central road struck a broken rail near Barron Lake, 





must be screwed down by a bar until the whole of the sharp ! land & Marietta road was making a flying switch in Mari- 
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Mich., and two cars were thrown from the track and upset, 
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LOCOMOTIVE CROWN-STAYS. 





PERKINS’ 


edge has cut into the copper a perfect circle. It is then ( etta, O., a detached car passed the switch and ran into the 
turned backwards by the bar and the hollow filled with putty | rear of the train, wrecking two cars. 

cement, and afterwards screwed perfectly tight tothe proper | On the afternoon of‘the 22d a special passenger car on the 
position, as shown in the engraving. This will prevent leaky | Buffalo, Pittsburgh & Western road ran into the rear of a 
roof stays, as it is impossible for the water to come into | regular passenger train which was just starting from Presi- 
contact with the metal, preventing any oxidation taking | dent, Pa. The engine of the special was damaged and the 
place. The long roof stays are then passed down and screwed | rear car of the other train wrecked. Five passengers were 
into the outer shell, within 1¢ in. of home, with an hexagon | badly and nine slightly hurt, most of them being scalded by 
or square nut screwed on the end of the stay and held inside | steam from the locomotive. ; 
of the stirrup, and in all cases must be screwed up tight in} On the evening of the 22d a gravel train on the Boston & 
the stirrup; and the roof stay must then be screwed per-| Albany road broke in two near Newton, Mass., and the rear 
fectly tight into the outer shell. This will tend to draw the | section ran into the forward one, wrecking 13 cars. 

top plate of the box nearer to the outer shell, and will thus; On the evening of the 23d a wild engine, ran into the rear 
assist the ordinary expansion of the copper box. It is} of a freight train on the Indianapolis & St. Louis road 
claimed that this system will prevent broken tubes and oval | near Venice, Ill. The wild engine and five cars of the freight 
tube holes, as this mode of staying will not allow the crush- | were badly wrecked, most of the wreck being piled up at the 
ing down of tubes or plates, besides giving a much greater | bottom of a ravine beside the track. One man in the 
water area. It enables the top of the box to be well cleaned | caboose was slightly hurt. The engineer of the wild engine 
and easily got at by the washers; and is a much neater ar- | had not been notified that the freight was ahead of him. 
rangement altogether than the old system of beam roofing | ’ 
stays. The system isin use on the Manchester, 


Sheffield, | Pennsy ia & Ohio r ran i ceding freig ar 
and Lincolnsbire Railway, eld, | Pennsylvania & Ohio road ran into a preceding freight near 


and with complete success. , Greenville, Pa., wrecking several cars. 





nati road ran into the rear of a stock train in Cincinnati, O., 
Train Accidents in February. 


| wrecking two cars. 

; ‘ | Near midnight on the 24th a passenger train backing into 

The following accidents are included in our record for the _ the New York Central & Hudson River depot in Rochester, 

month of February: N. Y., ran into a special passenger train standing in the 
REAR COLLISIONS. depot, damaging two cars. 


On the morning of the 1st a passenger train on the Dela- 
ware, Lackawanna & Western read ran into some freight 
cars which were being switched across the main track in 
Newark, N. J. The engine was damaged, one freight car 
nn ~ gay another thrown across the track and badly | ging road ran into a preceding train near Clare, Mich., 

On the 2d a freight train on the Albany & Susquehanna | Se ee ae 
road broke in two near Richmondville, N. Y., and the rear | BUTTING COLLISIONS. 
section ran into the forward one. | On the Ist there was a butting collision between two 

On the 2d a passenger train oa-the New York, Lake Erie | freight trains in the Lake Shore & huchionn Southern yard 
& Western road ran into a freight which projected from a | in Cleveland, O., by whieh both engines were damaged. 
siding in Newburg, N. Y., damaging an engine and injuring | blinding snow was falling at the time. 
two men. | On the afternoon of the 4th there was a butting collision 

On the 5th a freight train on the Baltimore & Ohio road | between two freight trains on the Pittsburgh, Cincinnati & 
ran into the rear of a preceding freight at Duffield, W. Va., | St. Louis road near Steubenville, O., and both engines were 
wrecking the caboose, killing a brakeman and injuring the damaged. A brakeman was killed. 

On the night of the 4th there was a butting collision be- 


conductor. 

On the evening of the 5th a passenger train on_the | tween two freight trains on the Lake Shore & Michigan 
Cheshire road ran into the rear of a freight near Fitz- | Southern road near Millersburg, Ind., by which both engines 
| and several cars were wrecked. An order had been given to 


william, N. H., wrecking several cars. The engineer 
jumped and was killed; the baggageman and a brakeman | hold one train but the operator did not deliver it. 
| On the 5th there was a butting collision between a pas- 


| senger and a freight train on the New York & New Eng- 
| land road near Bolton, Conn., by which both engines were 
— damaged. 

t 


|__ Early on the morning of the 27th a freight train on the 
Pittsburgh, Ft. Wayne & Chicago road ran into the rear of 
a preceding freight which had run off the track near Canton, 
O., piling up 14 cars in a bad wreck and injuring three men. 
On the morning of the 28th a log train on the Clare log- 


were hurt. 

On the morning of the 6th a freight train on the Pennsyl- 
vania road ran into the rear of a preceding freight at East 
Brunswick, N. J., wrecking three cars. 

Very early on the morning of the 7th a freight trainon| On the evening of the 8th there was a butting collision 
the New York, Lake Erie & Western road broke in two near | between a passenger and a construction train (which was 
Port Jervis, N. Y., and the rear section ran into the forward | running backward) near Owaneko, Ill. The caboose was 
one, wrecking several cars. wrecked, three men killed, the conductor and nine laborers 

On the 8th a freight train on the St. Paul, Minneapolis & | hurt. The repair train was running fora siding to avoid 
Manitoba road ran into a preceding train near Morris, | the passenger. 

Minn., wrecking the caboose and injuring the conductor. On the evening of the 12th there was a butting collision 





On the night of the 23d a freight train on the New York, . 


On the 24th a passenger train on the Marietta & Cincin- 


| killing a passenger, injuring five passengers and five train- 
men. ‘ 

Onthe 2d a car of a passenger train on the Northern Pacific 
road was thrown from the track in Bismarck, Dak., by a 
broken rail. : a 

Op the night of the 2d the milk train on the Newark 
Branch of the New York, Lake Erie & Western road struck 
a broken rail near Woodside, N. J., and two cars were thrown 
from the track. : ‘ 

On the morning of the 4th a freight train on the W abash, 
St. Louis & Pacific road struck a broken rail near Ft. Wayne, 
Ind., and was thrown from the track. The engineer and a 
brakeman were killed. : 

On the morning of the 4th two cars of a passenger train on 
the Cincinnati Southern road were thrown from the track 
near Corinth, Tenn., by a broken rail, and rolled down a 
high bank, injuring 36 persons, most of them slightly. 

On the night of the 5th a passenger train on the Cleveland, 
Columbus, Cincinnati & Indianapolis road struck a broken 
rail near Marion, O., and three cars left the track and went 
|down a bank. One passenger was hurt. : 

On the evening of the 7th a freight train on the Cleveland 

& Pittsburgh road struck a broken rail near Steubenville, 
O., and 11 cars were piled up in a bad wreck. 
| On the morning of the 8th a passenger train on the Lake 
| Shore & Michigan Southern road struck a broken rail near 
| Striker, Ind., and several cars went off the track and down 
| a bank, injuring twelve passengers slightly. 
- On the night of the 12th an engine and snow plow on the 
Wabash, St. Louis & Pacific road were thrown from the 
track by a broken rail near Richmond, Mo, The conductor, 
engineer and five laborers were hurt. : 

On the morning of the 14th a passenger train on the 
Chicago, Burlington & Quincy road was thrown from the 
track at Monmouth, Ill., by a broken rail. Nine persons 
were hurt. ; ; 

On the morning of the 17th the caboose of a freight train 
/on the Wabash, St. Louis & Pacific road was thrown from 
|the track by a broken rail in East Hannibal, Ill., and went 
| down a bigh bank, caught fire and was burned up. One man 

was killed and four hurt. . 
On the evening of the 17th two cars of a passenger train 
/on the Kansas Division of the Union Pacific road were 
thrown from the track at River Bend, Col., by a broken 
rail. , 

On the morning of the 18th three cars of a freight train on 
the Cleveland, Mt. Vernon & Delaware road were thrown 
from the track near Cuyahoga Falls, O., by a broken rail. 

Early on the morning of the 21st two cars of a passenger 
train on the Wabash, St. Louis & Pacific were thrown from 
the track near Burnside, Ill., by a broken rail. 

On the night of the 23d a freight train on the Wabash, St. 
Louis, & Pacific road struck a broken rail near Belden, Ind., 
and 13 cars were wrecked. 

On the morning of the 24th a passenger train on the Mid- 
land Railroad, of New Jersey, struck a broken rail near 
Ogdensburg, N. J., and two cars left the track and upset 
down a bank. The cars caught fire and both were destroyed, 
but the passengers were able to get out without fatal results. 
Five trainmen and nine passengers were hurt, most of them 
but slightly. 
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Central road was tbrown from the track by a broken rail 

near Berkshire, N. Y. A passenger jumped, fell under the 

= car, which upset, and was killed; three others were 
urt. 

Very early on the morning of the 27th a freight train on 
the Pittsburgh. Ft. Wayne & Chicago stiuck a broken rail 
near Canton, O., and several cars were thrown from the 
track. 

DERAILMENTS, BROKEN WHEEL. 

On the morning of the 1st a Wabash, St. Louis & Pacific 
assenger train was thrown from the track in the St. Louis 
ridge tunnel in St. Louis, Mo., by the breaking of a wheel. 
Several cars were slightly damaged and the passengers were 
kept in the tunnel nearly two hours. 

n the morning of the Ist the engine of a passenger train 
on the Chicago, Milwaukee & St. Paul road was thrown 
from the track near Long Grove, Ia., by a broken wheel. 

On the 2d the rear car of a passenger train on the St. Paul, 
Minneapolis & Manitoba road was thrown from the track 
near Elk River, Minn., by a broken wheel and 13 persons 
were slightly hurt. 

On the evening of the 3d two cars of a passenger train 
on the Buffalo, New York & Philadelphia road were thrown 
from the track near Ebenezer, N. Y., by a broken wheel. 
Three persons were hurt. 

On the morning of the 4th a car of a freight train on the 
Danbury & Norwalk road was thrown from the track near 
Bethel, Conn., by a broken wheel. 

. On the morning of the 4th a car of a passenger train on 
the Staten Island road was thrown from the track near 
Armadale, N. Y., by a broken wheel. 

Oa the nicht of the 4th five cars of a freight train on the 
New York & New England road were thrown from the 
track near Andover, Conn., by a broken wheel, and two of 
them were wrecked, blocking the road all night. 

On the evening of the 5th a car of a freight train on the 
Green Bay & Minnesota road was thrown from the track 
near Onalaska, Wis., by a broken wheel. 

Very early on the merning of the 6th several cars of a 
freight train on the New York, New Haven & Hartford 
road were thrown from the track near Westport, Conn., by 
a broken wheel. 

On the morning of the 6th several cars of a freight train 
on the New York, Lake Erie & Western were thrown from 
the track at Carr’s Rock, Pa , by a broken wheel. 

On the night of the 8th the tender of a passenger train on 
the New York, Lake Erie & Western road was thrown from 
the track at Lackawaxen, Pa.. by a broken wheel. 

Early on the morning of the i5th a freight train on the 
New York, Lake Erie & Western road was thrown from the 
track near Lackawaxen, Pa., by a broken wheel. 

On the 17th acar of a passenger train on the Northern 
Pacific road was thrown on the track near Jamestown, 
Dak., by a broken wheel. 

On the 23d several cars of a freight train on the Indian- 
apolis & St. Louis road were thrown from the track near 
Litchfield, [il., by a broken wheel and a brakeman was hurt. 


DERAILMENTS, BROKEN AXLE. 


On the Ist a car of a freight train on the Illinois Central 
was thrown from the track at Cobden, IIl., by a broken axle. 
On the evening of the Ist several cars of a freight train 
on the Lake Shore & Michigan Southern road were thrown 
frcm the track near Coldwater, Mich., by a broken axle. 

On the night of the 2d acar of a passenger train on the 
New York, Lake Erie & Western was thrown from the track 
near Port Jervis, N. Y., by a broken axle. 

On the 6th a car of a passenger train on the New York, 
Lake Erie & Western road was thrown from the track near 
Wellsville, N. Y., by a broken axle. 

On the nizht of the 7th some cars of a freight train on the 
Utica & Biack River road were thrown from the track near 
Utica, N. Y., by a broken axle. 

About noon on the 11th a passenger train on the Cleve- 
land, Columbus, Cincinnati & Indianapolis road was thrown 
from the track near LaRue, O., by a broken axle under the 
tender. Five persons were slightly hurt. 


DERAILMENTS, BROKEN BRIDGE. 

On the evening of the 5th a passenger train on the Hous- 
ton & Texas Central roid broke through a bridge at Cedar 
Creek, Tex., and five cais went down, injuring 18 persons. 
On the sth a ireight train on the Peoria, Decatur & Evans- 
ville road broke through a bridge near Decatur, Ill., and 
three cars went down and were wrecked. | 

On the morning of the 9th the iron bridge over Farming- 
ton River, near Plainville, Conn.,on the New Haven & 
Northampton road, gave way under a freight train and the 
caboose went down into the river. lt is said that a large 
new snow-plow which was with the train, struck and broke 
the end post of one of the trus-cs. 

On the night of the 9th a bridge over Rush Creek, near 
Pleasant Valley, ©.,o0n the Scioto Valley road, gave way 
undera passenger train and the tender went into the creek. 
An abutment bad been washed out. 

On the night of the 10th a freight train on the Charleston 
& Savannab road broke through the long trestle on the 
South Carolina side of the approach to the Savannah River 
bridge. Tie engine and several cars went down into the 
swamp and nearly tuo miles of the trestle went down, the 
bents apparently knocking each other over somewhat as 
children sometimes set up blocks in a row and knock down 
the end one to see the whole row fall over. 

Early on the morning of the 12th, the engine of a con- 
struction train on the Wesiern North Carolina road broke 
torough asmall bridge near Asheville, N. C., and the engine 
weat down. 

On the merning of the 25th an old iron bridge on the 
Illinois Central, near Heyworth, Ill, gave way under a 
freight train and two cars fellinto the ravine. They caught 
fire and were destroyed. 

DERAILMENTS, LOOSE WHEEL. 


On the night of the 7th a car of a freight train on the New 
York Central & Hudson River road was thrown from the 
track at Sing Sing, N. Y., by a loose wheel. 

DERAILMENTS, SPREADING OF RAILS. 


On the 14th the engine of a passenger train on the St. 
Joseph & Western road was thrown from the track by the 
spreading of the rails on a bridge over the Blue River near 
Marysville, Mo. The engine went off the bridge, fell into 
the river and was wrecked. 

On the evening of the 24th three cars of a passenger train 
on the Texas & Pacific road were thrown from the track 
near Gladewater, Tex., by the spreading of the rails, aud 
wrecked, injuring 20 persons, several of them very badly. 
DERAILMENTS, WASH-OUTS AND LAND-SLIDES. 


On the 5th afreight train on the New Orleans Division 
of the Louisville & Nashville road raninto a wash-out near 
Chef Mesteur, La., and was wrecked. 

On the 9th a construction train on the Western North 
Carolina road was thrown from the track by a land-slide 
at the Swarnanoa tunnel and three convict laborers killed. 
On the evening of the 12th a passenger train on the 
New York, Providence & Boston road ran into a land-slide 
near Providence, R. I., and five cars were thrown from the 
trac!:, d-laying the road several hours. 


On the night of the 26th a passenger train on the Southern | 


About noon on the 20th a freight train on the Valley 
Railroad ran into a land-slide near Ft. Defiance, Va., an 
= ame and several cars were wrecked, injuring one man 

y: 
DERAILMENTS, SNOW. 


On the Ista locomotive of a freight train on the Lake 
Shore & Michigan Southern road was thrown from the track 
in Cleveland, O., in a snow-drift. 

On the 8th a snow-plow and two engines on the Illinois 
a road ran off the track near Walesboro, Ia., in a deep 

rift. : 

On the morning of the 12th an engine and snow-plow on 
the Chicago, Rock Island & Pacific road ran off the track in 
a drift near Newton, la. Three men were slightly hurt. 


DERAILMENTS, ACCIDENTAL OBSTRUCTION. 


On the night of the 12th a freight train on the Cincinnati 
Souther road ran into a large boulder which had fallen on 
the track near Sloan’s Valley, Ky., and the engine and six 
cars were thrown from the track and wrecked, killing a 
brakeman. 

On the evening of the 22d a freight train on the Boston & 
Albany road ran upon the wreck of some gravel cars which 
had been thrown over on its track a moment before by a 
collision on the other track near Newton, Mass. The freight 
was turown from the track and four cars wrecked. 

On the 26th a freight train on the Cayuga Division of the 
Leigh Valley road struck a stone which had fallen on the 
track near King’s Ferry, N. Y., and the engine went down 
a bank into the lake. 


DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 4th a passenger train on the Fort 
Wayne & Jackson road was thrown from the track in Fort 
Wayne, Ind., by a misplaced switch, and one car upset 
down a bank. 

On the night of the 9th a freight train on the South and 
North Alabama Road was thrown from the track at Pierce 
Mine, Ala., by a misplaced switch. The engineer was hurt. 

On the 15th a passenger train on the Cincinnati, Hamilton 
& Dayton road was thrown from the track at the Cincinnati 
stock yards by a misplaced switch. The fireman was hurt. 


UNEXPLAINED DERAILMENTS. 


On the morning of the Ist a passenger train on the Phila- 
delrbia & Reading road ran off the track near Locustdale, 
Pa., and the baggage car ran down a high bank and fell into 
an old mine hole at the bottom. 

Nery early on the morning of the 2d a freight train on the 
Vandalia line ran off the track near Terre Haute, Ind., 
blocking the road nine hours. 

On the evening of the 2d a freight train on the Central 
Railroad of Georgia, ran off the track near Atlanta, Ga., 
blocking the road six hours. 

On the morning of the 3d a local passenger train on the 
Boston & Lowell road ran off the track near Lawrence, 
Mass. The engine upset and a car was thrown across the 
track, both being badly damaged. 

On the 3d a freight train on the Pittsburgh, Ft. Wayne & 
Chicago road ran off the track near Ft. Wayne, Ind. 

On the morning of the 4th a passenger train on the St. 
Joon & Maine road ran off the track near Apohaqui, N. B. 
The engine was wrecked, the engineer and fireman killed. 

On the 4tha freight train on the Chicage, Burlington & 
Quincy road ran off the track near Woodburn, Iowa. 

On the evening of the 4th three cars of a freight train on 
the Pittsburgh, Ft. Wayne & Chicago road were thrown 
from the track near Ft. Wayne, Ind. 

On the 6th a passenger train onthe Kansas Division of the 
Union Pacific ran off the track near Denver, Col. A brake- 
man was hurt. 

Early on the morning of the 7th a passenger train on the 
Illinois Midland road ran off the track near Hervey City, 
fl.. blocking the road all day. 

On the afternoon of the 7th a passenger train on the New 
York Central & Hudson River road ran off the track near 
Niagara Falls, N. Y. Several cars were badly broken and 
two passergers hurt. < 

On the morning of the 8th several cars of a passenger 
train ran off the track at Susquehanna, Pa., on the New 
York, Lake Erie & Western rvad. 

On the morning of the 8th a car of a freight train on the 
New York, Lake Erie & Western road ran off the track in 
Paterson, N. J. Y 

On the evening of thé 8th the engine of a’ passenger train 
on the Manhattan Elevated road ran off the track at the 
Fifty-third street station in New York. 

On the morning of the 9th four cars of a coal train on the 
New York, Lake Erie-& Western road were thrown from 
the track near Port Jervis, N. Y. 

On the night of the 9th a passenger train on the Rome, 
Watertown & Ogdensburg road ran off the track near Rome, 
N. Y., injuring the engineer. 

On the evening of tne 10th two cars of a passenger train 
on the Central Railroad, of New Jersey, jumped the track at 
Communipaw, N. J. One was thrown across the track; the 
other upset, caught fire and was burned up. Eight passen- 
gers were injured, besides a number slightly bruised. 

Very early on the —— the 14th a freight train on 
the New York Central & Hudson River road ran off the 
track near Spencerport, N. Y., and several flat cars were 
wrecked. 

On the 14th a freight train on the Mic-souri, Kansas & 
Texas road ran off the track near Rensselaer, Mo., and nine 
cars were wrecked. 

On the evening of the 14th the engine of a freight train 
on the Marietta & North Georgia road ran of the track near 
Canton, O. 

On the afternoon of the 15th the baggage car of a passen- 
at Alder Creek, N. Y. 

On the 16th a car of a freight train on the Dayton & 
Michigan road ran off the track near Sidney, O., injuring a 
brakeman. 

On the afternoon of the 16th a freight train on the Chi- 
cago & Northwestern road ran off the track in Ishpenning, 
Mich., and upset, killing a man who was riding on it. 

On the evening of the 17th the engine of a freight train 
on the Cleveland, Mt. Vernon & Delaware road ran off the 
track at Cuyahoga Falls, Ohio. 

On the night of the 17th the engine of a passenger train on 
the European & North American road ranoff the track near 
Oldtown, Me. 


& Knoxville road ran off the track in Augusta, Ga., killing 
the Road-Master. 

#On the 19th the rear car of a 
Wabash, St. Louis & Pacific roa 
Napoleon, O. 

On the night of the 21st two cars of a passenger train on 
the Houston & Texas Central ran off the track in Bremond, 
Tex., and were badly broken, injuring six persons. 

On the morning of the 22d some cars of a freight train on 
the New York, Lake Erie & Western ran off the track in 
Buffalo, N. Y. 

On the morning of the 23d a freight train on the Chicago, 


ssenger train on the 
jumped the track at 





Pekin & Southwestern road ran off the track near Wesley 
City, Tl. 


ger train on the Utica & Black River road ran off the track 


On the 18th a car of a construction train on the Augu:ta. 


On the morning of the 24th some cars of a freight train o2 


d | the New York, Lake Erie & Western road ran off the track 


in the _ at Port Jervis, N. Y. ; 

On the morning of the 24th a freight train on the Vandalia 

— ran off the track near Troy, Ill., blocking the road four 
ours. 

On the 26th a car of a passenger train on the Louisville 

& Nashville road ran off the track near New Orleans, La., 

and three persons were slightly hurt. 

On the night of the 26th a freight train on the New York 
Central & Ente River road ran off the track near Spuy- 
ten Duyvil, N. Y., blocking the road four hours. 

On the 27th a freight train on the Georgia road ran off 
the track near Washington, Ga. ' 

On the 28th a passenger train on the Georgia road ran off 
the track near Washington, Ga. . 

On the 28th the engine of a freight train on the Cincin- 
nati, Sandusky & Cleveland road ran off the track at 
Springfield, O., blocking the road two hours. 

BROKEN WHEEL, NOT CAUSING DERAILMENT. 

On the 5th the engine of a passenger train on the New 
York, New Haven & Hartford road broke a tire ona driving 
wheel when near New Britain, Conn., delaying the train 
some time, 

On the 7th, asa freight train on the New York & New 
England road was near Willimantic, Conn., a tire broke on 
one of the driving wheels and a large piece was thrown up 
through tke cab, injuring the engineer slightly. 

On the morning of the 10th as a passenger train on the 
Philadelphia & Reading road was near Topton, Pa., a driv- 
ing wheel broke on the engine and pieces of the tire smashed 
one side of the cab and tore a hole in the boiler. The engi- 
neer and fireman were hurt. ; 

On the 14th the engine of a passenger train on the Louis- 
ville & Nashville broke a driving wheel near Franklin, 
Tenn., but did not leave the track. 

BROKEN CONNECTING RODS. 

On the evening of the 8th the engine of a passenger train 
on the New York & New England road broke a connecting 
rod near Coventry, R. I., and the rod tore a hole in the 
boiler. The engineer and fireman were scalded. 

On the 10th the engine of a freight train on the Chicago 
& Alton road broke a connecting rod in the yard in Alton, 
Ill., and was dama; ed 

On the morning of the 11th the engine of a passenger 
train on the Chicago & Alton road broke a connecting rod 
near Streator, Ill., the loose end tearing up one side of the 
cab. The engineer jumped and was killed. : 

On the morning of the 14th the engine of a freight train 
on the New York, Lake Erie & Western road broke a par- 
allel rod near Shohola, N. Y., and was damaged. 

On the 19th the engine of a passenger train on the Wabash, 
St. Louis & Pacific road broke a parallel rod near Toledo, 
O., and the loose end tore out one side of the cab, injuring 
the engineer fatuliy. oa 

On the morning of the 21st,as an Ohio & Mississippi 
freight train was runnivg over the trestle approach to the 
bridge in East St. Louis, Ill., a parallel rod broke, tearing up 
one side of the cab. The fireman jumped and was killed. 

On the 21st the engine of a passenger train on the Michi- 
gan Central road broke a parailel rod near Ypsilanti, Mich., 
damaging the engine badly. ‘ 

On the night of the 23d the engine of a passenger train on 
the Fitchburg roid broke a parallel rod near Athol, Mass., 
and the loose end tore a hole in the boiier. 

On the evening of the 26th the engine of a passenger train 
on the New York & New England 10ad broke a connecting 
rod when near Franklin, Mass., and was badly damaged. 

This is a total of 149 accidents, whereby 27 persons were 
killed and 253 injured. Twenty accidents caused the death 
of one or more-persons ; 32 caused injury but not death, 
and no injury serious enough for record took place in 97, or 
two-thirds of the whole number. 

As compared with February, 1880, there was an increase 
of 85 accidents, of 11 in the number killed and of 204 in 
that injured. 

These accidents may be classed as to their nature and 
eauses as follows : 


COLLISIONS : 
NN 5.555 cinco bkeeb coed na hey SONNeR Rade REDE ORES 26 
I NOIR b.cics ces sewer sda. ccve.ccbrehannieeeceessie 10 
CE GOO sci ccccincsinnscnccce setceseecestsneences = 
oa 


DERAILMENTS: 
Broken rail 
Broken wheel 
Broken axle 
Broken bridge 
Loose wheel 
Spreading of rails.. 
CS. cin asanantcwnsaknestes 
Land-slide 
Snow 
Accidental obstruction 
Misplaced switch 





Unexplained.............. REG te ail cas eee AER On EAS ae an 
Broken wheel not causing derailment................+...e005- 4 
BPOROM COMMOCTRT TOG ........0c0cccess secccceccccdoccesescescoecs 9 

Waa 5 | wie sent wed: & le -RaNRoaesa- «pesdabivenaeaeeusaaoe 149 


Three collisions Were caused by trains breaking in two; 
two by misplaced switches; three by mistakes in orders; one 
each by carelessness in side-tracking cars, by a flying switch, 
by fog, and by derailment of a train. The number of ccl- 
lisions was remarkably small in proportion to the whole 
number cf accidents, being hardly one-fourth. 

There were 65 eccidents traceable to defect or failure of 
road or equipment; seven to the elements directly; three to 
unavoidable accidental obstructions; 837 to carelessness or 
defects of management, and 37 were unexplained. 


A division according to causes of accidents is as follows: 
Accidents : Collisions. a. Other. —_. 
oo 





To passenger trains... ... 3 
To a pas. and a freight..... 11 < pe i1 
To freight trains........... 23 56 4 83 
MR ca cédcevcedsense 37 99 13 149 
Casualties : 
BOS WF i cccccess cvccesece ll 13 3 27 
I OG 6: <nics 0000050550000 58 190 5 253 
SECT 69 203 8. 280 
It may be noted that an unusually large proportion of the 


injured were slight injuries, and that there were not many 
vary serious casualties. 

There were 75 accidents in daylight;.65 in darkness, and 
the time of nine is not definitely stated. The number in 
daylight is rather below the usual proportion. 

The great number of accidents is so evidently due to the 
severe weather and frequent storms of the month as -hardly 





to require further comment than a mere statement of the 
fact. Blocked tracks, heavy snow and ice and their usual 
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accompainments were the rule, and breakages of iron in the 
traek, or in wheels and axles,'were constant. The number 
of unexplained derailments is probably due to poor con- 
dition of tracks, which, in many cases, is unavoidable, 
while insome it may be due to an unwise economy. It is 
likely that American roads generally have not been in so 
poor a condition for years as they are this spring, and heavy 
track expenses will be the rule for several months to come. 

For the year ending with February the record is as fol- 
lows : 





ERE AIPA 2 1,324 345 «1,508 
Total, same months, 1879-80..... 835, 178 643 
= “sg 1878-79..... 799 207 813 


The averages per day were, for the month, 5.32 accidents, 
0.96 killed and 9.04 injured; for the year, 3.63 accidents, 
0.94 killed and 4.13 injured. The average casualties per 
accident for the month were 0.181 kiiled and 1.698 injured: 
for the year they were 0.261 killed and 1.139 injured. 





— 


Gendksdiuithens. 





‘The Requirements of an Automatic Coupler. 





TO THE EDITOR OF THE RAILROAD GAZETTE: 

An editorial in the March number of the National Car- 
Builder, after referring to the question of the delegation of 
authority to the Master Car-Builders’ Association to deter- 
mine standards for parts of draw-bars for freight cars, and 
to determine their adoption, remarks : : 

“‘The members of the Association, glad to have an oppor- 
tunity at last to correct the evils so long complained of, 
would in the first place grapple with the draw-bar and 
coupler problem in its mechanical aspect purely, irrespective 
of patents and royalties.” 

The mechanical aspect of the coupler question would seem 
to be the perfect connection of the cars with the greatest 
simplicity of parts combined with perfectly automatic 
action, and perfect action in a coupler would be found in one 
that would always couple with the action of the engineer in 
bringing the cars together, without any previous adjust- 
ment of parts by the brakeman, and _ uncouple 
at the will of the brakeman without his going 
between them. A perfect connection of the cars with the 
greatest simplicity of parts would, at first thought, seem 
to be found in two hooks locking-together; but the fact that 
to lock they must be movable, so as to slide by the locking 
projection, and the fact that to be movable requires the use 
of springs, both to allow the hooks to yield in passing the 
locking projection and to force them together when 
they have passed that point, and the fact that 
springs always require other pieces to hold them 
show that this form, in place of being simple, is complicated 
and unreliable. Perhaps the most simple form is shown in 
a fast hook projecting from each end of the car over which 
alink would be placed, forming a perfect connection for 
pulling. Au improvement on this form, namely, using 
chains in place of a link and fastening one to every hook, so 
that it would hang in under the hook, and when thecars came 
together one of them could be raised up and placed over the 
opposite hook, is a great advancement, as a coupler must 
have all parts permanently fastened to insure their always 
being in condition to couple. <A further improvement is the 
use of a fast bail in place of the chain. In operation the 
bail is turned up above the hook so as to lean back against 
the car before the cars come together, and the shock of the 
cars striking causes the bail to fall over the opposite hock. 
These two forms have been introduced all over Europe, but 
owing to the fact that it is difficult to couple the long loco- 
motive draw-bar which extends over the pilots in use in this 
country to a hook, their use has been restricted here to some 
of the roads in Pennsylvania and Massachusetts. 

If the bail would raise itself up when approaching a car 
and place itself over the hook, then we would have an auto- 
matic coupling. To make it do that, we must find some force 
within itself to lift it, and while we cannot get a direct up- 
ward force that will make the bail raise itself above the hook, 
yet by meeting one force with nn opposing force the result- 
ant can be made to create upward motion. We find the law 
that if two objects approaching each other on the same plane 
strike there will be no change of direction out of that 
plane; but if the two forces are inclined either above or 
below the horizontal line, a resulting force either 
up or down will be generated, depending for its power 
upon tie angle at which the forecs meet and their 
original power. To secure the benefits of this law in 
construction, we must place the bail so that it will always 
be in an inclined position, with its front end projecting be- 
yond the hook, and as we want it to go up we will have its 
front end highest. This would be obtained by making lugs 
upon the side of the hook upon which the bail would rest, 
the position of the lugs governing the incline of the bail. 
In operation, when two cars come together and the front 
ends of the bails met, they would rise up until the shock of 
the dead-woods or draw-bars meeting would separate them, 
and the force of gravity would cause the lowest to fall and 
catch over the opposite hook. 

This principle would only apply to those cases in which 
the cars meeting were of the same height, for if they varied 
in height the ends of the bails instead of striking each other 








would pass by and strike the opposite book. In this case, to 
insure the bails rising we would have to combine two other 
mechanical principles, namely, the inclined plane and the 
angle of friction. These principles teach that when a force 
strikes an opposing surface at an angle greater than the 
angle of friction, motion along the inclined surface will be 
the result. A practical application of this law would be to 
make the hook from top to bottom, along its centre line, 
with one continuous backward and upward inclined face. In 
operation, the bail striking this inclined face would slide up 
it to the top of the hook, and then drop over and back of 
it. 

To arrange for the uncoupling we must find some force 
that will not only lift the bail from behind the book, and 
hold it up, but throw it out ahead of the back of the hook 
when the cars separate, and then disappear so as not to in- 
terfere with another coupling and yet be ready to perform 
another uncoupling. Tocarry ouf this plan it is first neces- 
sary to get force to raise the bail. I can think of none but 
a brakeman, whom I am obliged to employ. But to hold the 
bail up we can use the principles of the truss in which the 
tie-rod varying in length is formed by the abutments 
created by the resistance of the cars to motion. The bail 
will form one rafter, and a rod attached to the back part of 
the hook and having adeep bowl-shaped crotch in the outer 
end to catch the bail will act asthe other rafter. If the tops 
of the two rafters are held together, which will depend upon 
their weight and the depth of the crotch, they cannot drop 
until the tie is pulled apart, when in descending each rafter 
will be forced toward its own abutment. 

In construction, the rafter which the brakeman raises must 
have acrotch larger than the diameter of the bail and of 
over a half circle, and should have the lower blade of the 
crotch longer than the upper, and the distance from the foot 
of the rafter to the back of the crotch must not be over one- 
quarter of the diameter of the iron composing the bail, less 
than the distance from the foot of the rafter to the inside of 
the top of the hook. In operation the brakeman pulls some 
mechanism running to the sides of the car, which will 


raise the rafter, raising the link on top of it 
until stopped by the long lower arm of the 
crotch. The bail would then be retained, resting 


by its weight in the crotch, and as the total length of the 
rafters is greater than the length of the tis rod, so, as that 
lengthens by the cars separating, the horizontal length of the 
rafters increase, and the ridge would lower until it was 
upon the top of the hook. As the rafter formed by the 
bail could go no further down, it would be drawn off from 
the hook by the cars continuing to separate, and the bail 
would drop to its natural position. 

I think the principles and the construction which we have 
outlined would, in practice, be found to make a perfect self- 
coupler. There however, remains the draw-bar problem 
and the connection to common draw-bars to be provided for. 
These questions I will not attempt to solve. G. F. A. 


The Invention of Fish-Plates. 








WALFORD MANor, SHREWSBURY, | 
ENGLAND, March 24,1881. {| 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Referring to your paper of March 11,I note that Mr. 
Holley names my late father, Mr. William Brydges Adams, 
as the patentee of the angle fish-plate. 

Permit me to remind your readers that Mr. Adams was 
not only the patentee of that particular form of fish-plate, 
but was also the original inventor and patentee of all rail 
fish-plating. W. A. Apams, 





British Board of Trade Inspections. 


It is quite clear to ‘‘ those whu know ” that one of the con- 
sequences of the Tay Bridge catastrophe will be a notable 
increase in the powers delegated to the Board of Trade offi- 
cers respecting the inspection of bridges, and the general con- 
trol which they exercise over works carried out by civil en- 
gineers. Atone time the prospect of such a contingency 
would have created a scare throughout the profession, but 
at the present time we think few leading engineers look 
upon the government inspectors other than as tried col- 
—— whose experience and skill have often enabled them 
to detect and guard against some element of danger which 
had escaped the observation of the engineering steff. Not 
longer than thirty years ago the Institution of Civil - 
neers, through their present Honorary Secretary, Mr. 
Charles Manby, protested officially against ‘‘the attempt 
to introduce the system of centralization and of government 
supervision, which was found to be so pernicious in conti- 
nental states, and the employment of officers who possessed 
skill for their own peculiar military duties, but who were 
placed in a false position when they were entrusted with the 
execution and control of civil works of which their previous 

ursuits precluded their obtaining a practical knowledge.’* 
To show that times have changed, and ei'gineers with them, 
it is only necessary to recall the composition of the Court of 
Inquiry on the Tay Bridge accident, where the association 
of Colonel Yolland, R.E., the senior inspecting officer of the 
Board of Trade with Mr. W. H. Barlow, F.R.S., the Presi- 
dent of the Institute of Civil Engineers, was universally ac- 
cepted without comment as the most proper and fit combina- 
tion which could have been arranged. 

The growth of the powers of the inspecting officers during 
the past thirty years has been slow but uninterrupted. 
Every now and then an accident of a recurring type has 
suggested the expediency of some modification in consruction 
or working which has been embodied in the ‘‘ Memorandum 
of Important Requirements” issued by the Board of Trade, 
and so brought under tbe attention of the constructive engi- 
neer. America is now the only country where an unquali- 
fied engineer or quack can indulge in his vagaries without 
government supervision and control, and as gy | this 
state of affairs will not continue long it may be of interest 
to our American readers to explain in some detail what are 
the present functions of Board of Trade Railway Inspectors 
in this country. 

On notice of the intention to open a railway being given, cer- 
tain tables and drawings have to be sent to the Board of Trade. 


* Proceedings Inst, ©, E., vol. ix., page 287, P 





These comprise particulars of the gradients, curves, cuttings 
and banks, bridges and viaducts, level crossings. tunnels 
culverts, permanent way, fences, drainage, stations an 
juvctions. Drawings in detail of all bridges and viaducts, 
either over or under the railway, with sufficient information 
to allow of the probable strength being ascertained by cal- 
culation, have in all instances to be forwarded, and the ten 
days intervening between the submission of the documents 
and the inspection of the line, affords the inspecting officer 
the necessary time for roughly checking the strength of. 
these structures. 

When fixing the day for inspection the Board of Trade 
officer—always a Royal Engineer-—usually notifies tothe Sec- 
retary of the company the preparations which be desires to 
be made for his visit. Thus he will have informed himself 
of the length of the greatest span occurring in any of the 
bridges, and will ask for as many of the Senviest locomo- 
tives in use as may be necessary to entirely cover the 
said span. If two locomotives and tenders are sufficient be 
willrequire them to be coupled funnel to funnel, and will 
possibly ask that a plank or seat of some kind be fixed over 
the buffers to enable him to ride instead of walk over some 
portions of the line, and yet be sufficiently near the rai!s to 
make sure that no defect in permanent way or formation es- 
capes his attention. 

On arrival on the ground the first thing engaging the 
attention of the ‘‘ Colonel” or ‘‘ General” will probably be 
the signaling of the station or junction. He will see that 
**home” and “distant” signals tor each direction are sup- 

lied, and that there are the proper signals for the sidings. 

be requirements at junctions are thoroughly and generally 
understood, but unless the engineer has taken the precau- 
tion of submitting the plans of his stations and sidings to one 
of the inspectors previous to putting them into execution he 
not infrequently finds himself called upon to effect some 
modification in the arrangement. General principles are laid 
down, such as that ali signals be weighted to fly to ** danger” 
if the rod or wire breaks; that the points be free to move only 
when the signals are at danger, and the signals be 
immovable until the points are set right for the train 
to pass: that no two conflicting signals be capable of 
being exhibited at the same time, nor the points be movable 
after a signal has been lowered; that facing points be pro- 
vided with an apparatus which will insure the points being 
in their proper positions before the signals are lowered, and 
prevent the signalman from shifting the points whilst a train 
1s passing them, and that every sif#falman be able to see the 
arms and lamps cf his ** home” and “distant” signals from 
his box. The manufacture of signaling apparatus is a 
specialité in the hauds of but a few firms, and as their 
managers and foremen are in the habit of constantly meet- 
ing with the government inspectors, the requirements of the 
latter are thoroughly understood, and it is very seldom, 
indeed, that th re is occasion for fault to be found with the 
locking arrangement if the general scheme of the junction 
or sidings meets with approval. More than one set of facing 
points on each line of rails are not allowed except under un- 
avoidable circumstances, and sidings must never commence 
or terminate by a junction with the main line, but have 
‘dead ends,” with the points closed against the passenger 
lines and interlocked with the signals, so that a runaway 
vehicle cannot foul the main lines. If a station is by neces- 
sity on a steeper gradient than 1 in 260, special arrange- 
ments are required in the way of *‘catch” points and other 
matters. Platforms must not be less than 1 ft. 9 in. high, 
preferably 2 ft. 6 in., and terminate with slopes at each end. 
Columns must be at least 6 ft. from the edge of the plat- 
forms, and if any bridges occur near the stopping places 
high parapets are required to prevent passengers  fall- 
ing over them in the dark. Many other little details sug- 
gested by numberless coroners’ inquests and official inquiries, 
receive the attention of the royal engineer inspectors, and it 
must be obvious to ail that an inspection so conducted can 
result in nothing but good to the engineer himself as well as 
to the company and to the public. 
Consjderable latitude is allowed regarding the permanent 
way, provided the rails be properly fished, and the chairs 
weigh not less than 26 Ibs. on branch lines with light traffic, 
and 20 Ibs. on main lines. Where flat-bottomed rails are 
used, a fang boit is required at each end, and at one inter- 
mediate point, to fasten the rail to the sleepers. No size is 
specified for the latter, and indeed in a recently opened line 
in Cornwall stone blocks are used assleepers, and the govern- 
ment inspector granted his certificate *‘ with pleasure,” for, 
contrary to expectation, the well fi-hed rail secured to the 
stone blocks by dog spikes driven into plugged holes proved 
remarkably quiet and smooth under traffic. 

Equal latitude is allowed regarding bridgework, the only 
restrictions being that in a cast-iron bridge the breaking 
weight of the girders shall not be less than three times the 
dead load plus six times the live load, and that in a wrought- 
iron or steel bridge the strains shall not exceed 5 tons and 
61g tons per square inch respectively. In the instance of 
steel, however, a certificate is required as to its quality. 

Before the day of inspection the Board of Trade officer, as 
already explained, will have satisfied himself that the pre- 
ceding conditions have been complied with, and it only re- 
mains for him to test each bridge and note the deflection 
under the weight of the engines accompanying him. In 
small bridges the deflections are usually taken by holding 
together a couple of light deal rods, tke upper one of which 
presses against the underside of the girder and the lower 
one againstthe ground. The inspector marks a pencil line 
on these rods where they lap on each other, and then bring- 
ing the engines slowly on to the bridge marks another pencil 
line in the new position. The distance between the lines or 
the extent of sliding of the rods on each other indizaies of 
course the deflection of the girder. In the case of large 
spans a level is more generally used, but in all instances 
every girder on the line is generally tested by the govern- 
ment inspector himself, both with the dead weight of the 
locomotives and with the latter traversing it at speed. If 
any undue deflection or vibration be observable the engineer 
may be called upon to brace or otherwise strengthen his 
bridge. 

It will be clear to others than engineers that such a mode 
of procedure, though good as far as it goes, entirely fails to 
protect the public —- the erection of cheap and danger- 
ous bridges. Provided a sufficient quantity of iron be used 
any rubbish will pass muster, for mere puddle bars built up 
into girders would show as little deflection as high-class 
iron, though they might —_ > cast-iron under a blow. 
Ro!led joists of the cheapest Belgian manufacture, as ordi- 
narily used by speculative builders, will frequently break 


with considerably less than an _ inch deflection, 
while others of the same dimensions will fail to 
break under a_ foot deflection. The government 


inspector requires no guarantee that the bridges he is 
passing have not been let by some jobbing iron merchant to 
the cheapest bidder, and it is no matter for surprise there- 
fore that bridges so d often require subsequent atten- 
tion. An engineer is naturally reluctant to scatter insp 

ors over the country to look after perhaps half a dozen little 
bridges being built in half a dozen widely separated towns, 
and some trifling outside pressure such as the Board of 
Trade could apply is therefore desirable. Wesee no rea- 
son why an engineer should not be called upon to send in, 





not merely a drawing of each bridge, but the name of the 
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manufacturer and a certified tested sample of the iron 
which it is teed has been used in the structure. One 
or two of the more important clauses in the specification 
should be written on the drawing sent to the Board 
of Trade, and it would tend to good workmanship if 
the government ow made a couple of men 
with cold-chisels and hammers accompany him on his in- 
jon and order them to cut out a few rivets here and 
there so as to satisfy himself that the bridge was not merely 
a nicely painted but a solidly constructed work. If the 
opening of one or two “ contractor’s” lines were delayed a 
month or so whilst the bridges were being overhauled and 
made good, we should hear less of rotten iron and bad work- 
manship. The same remarks apply to the permanent way. 
Mere weight of rail or chair is no guarantee of security, es- 
fee in these days of steel, when a bad rail may fly into 
alf-a-dozen pieces and lead to the death or mutilation of as 
many passengers. The government inspector can ascertain 
for himself the manufacturer’s name, for it will appear on the 
rail, but he should know the tests specified for the rails, and 
the engineer might reasonably be called upon to certify in his 
return to the rd of Trade that these tests had been 
applied in the presence of himself or his agent. Rejected 
steel rails are often cheap, but seldom safe, and every care, 
therefore, should be taken to protect the public against the 
use of such rails in financially weak contractor’s lines. 
Doubtless before long the Board of Trade, emboldened by 
the success which, in all probability, will attend their efforts 
to compel the companies to employ continuous brakes, will 
issue a new and extended set of ‘‘ recommendations ” respect- 
ing railway bridges. It is understood that at present the 
inspecting officers are agreed that guard balks shall be fixed 
outside each rail on all viaducts, as is the American practice, 
that the floor between these balks shall be strong enough 
to sustain a derailed engine, and that where the girders are 
underneath the platform they shall be spread wider apart 
than the centres of the rails. Probably before the amended 
recommendations are issued to the public further additions 
of the kind indicated by us may be incorporated in the 
document.—Engineering. 














Railroads and Railroad Concessions in Mexico. 





The following statement, which is taken from the Boston 
Herald of April 4, will be of interest to many persons at the 
present time: 

The appended statement of the various railroad concessions 
under which railways are now building, or are about to be 
built, in Mexico, is official, and may be relied on as the 
most complete presentation of railroad progress in Mexico 
which has yet been made. In the statement the abbrevia- 
tion ‘‘ kil.” stands for kilometre, one kilometre being equal to 
62135 of an English mile, ‘‘S. G.” stands for standard 
gauge, and “N. G.” for narrow gauge. ‘‘Con.” stands for 
the party to whom the concession has been granted. The 
concessions are embraced between August, 1877, and Feb- 
ruary, 1881, 

National Railroad from Tehuacan to La Esperanza. S. G. 
Con., general government. Date of concession, Aug. 1877. 
Length, 50 kils. Total cost, $298,500. Completed. 

Celaya to Leon and Guanajuato. N. G. Con., state of 

Guanajuato, Date of concession, Dec. 1877. Length, 125 kils. 
Built, 60. Subvention per kil., $8,000. Total subvention, 
$1,000,000. 
Mexico to Tolula and Cauntitlan. N. G. Con. , an anony- 
mous company. Date of concession, Dec., 1877. Length, 120 
kils. Built, 461%. Subvention per kil., $8,000. Total subven- 
tion, $832,000. 

Salamanca to the Pacific 


coast. N.G. Con., state of 


Michoacan. Date of concession, Jan., 1878. Length, 660 
kils. None constructed. Subvention per kil., $8,000. Total 


subvention, $5,289,000. 

Ometusco to Pachuca and Tulancingo. N G. Con., state of 
Hidalgo. Date of concession, Feb., 1878. Length, 92 kils. 
Built, 25. Subvention per kil., $8,000. Total subvention, 


000. 

San Luis Potosi to Tantoyuquita, N. G. Con., state of San 
Luis Potosi. Date of concession, Feb., 1878. Length, 209 kils. 
Built, 6. Subvention per kil., 38,000. Total subvention, 
$1,673,000. 

Lagos and Guadalajara to San Blas. N. G. Con., state of 
Jalisco. Date of concession, Feb. 1878. Length, 737 kils. 
Built, none. Subvention per kil., $8,000. Total subvention, 


$5,896,000. 
Celaya to San Juan del Rio. N. G. Con., state of Quere- 
taro. Date of concession, Feb.,:1878. Length, 104 kils. 


Built, none. Subvention per kil., $8,000. 
$832,000. 

Tehuacan to Puerto Angel through Oaxaca. N. G. Con., 
state of Oaxaca. Date of concession, March, 1878. Length, 
519 kils. Built, none. Subvention per kil., $8,000. Total 
subvention, $4,152,000. 

Vera Cruz to Alvarado. N. G. Con., state of Vera Cruz. 
Date of concession, March, 1878. Length, 132kils. Built 9. 
Subvention per kil., $8,000. Total subvention, $1,056,000. 


Total subvention, 


Tantoyuquita and boundary of the states of San Luis and 
Tamaulipas. N. G. Con., state of Tamaulipas, Date of con- 
cession, March, 1878. Length, 105 kils. Built, none. Subven- 
tion per kil., $8,000. Total subvention, $840,000. 

Mérida to Peto via Ticul and Tekax. N. G. Con., state of 
Yucatan. Dateof concession, March, 1878, Length, 126 kils. 
Built, 10. Subvention per kil., $6,000. Total subvention, 
$756,000, 

Zacatecas to San Luis, Aguas Calientes and Lagos. N. G. 
Con., states of Zacatecas, San Luis, Aguas Calientes and Jal- 
isco. Date of concession, March, 1878. Length, 448 kils. 
Built, 614. Subvention per mile, $8,000. Total subvention, 
$3,854,000. 

Port of Manzanillo to Tonila. N.G. Con., state of Co- 
lima. Date of concession, March, 1878. — 104 kils. 
Built, none. Subvention per kil., $8,000. Total subven- 
tion, $832,000. 

Mexico to the shore of the Amacuzac. N. G. Con., state 
of Morelos. Date of concession, April, 1878. Length, 395 
kils. Built, 96. Subvention per kil., $8,000. Total sub- 
vention, $3,160,000. 

Matamoras Izucar. N.G. Con., state of Puebla. Date 
of concession, May, 1878. Length, 57 kils. Built, 11. Sub- 
Total subvention, $456,000. 


vention per kil., $8,000. 

San Martin Texmelucan. 8. G. Con., general govern- 
ment. Date of concession, November, 1878. Length, 37 
kils. Built, 2. No subvention. 

Cuantitlan to Salto. N. G. Con., the Toluca Company. 
Date of concession, April, 1879. Length, 63 kils. Built, 38. 
Subvention per kil., $7,000. Total subvention, $441,000. 

Tehuantepec. 8S. G. Con., Edward Learned. Date of con- 
cession, June, 1879. Length, 200 kils. Built, 5. Subven- 
tion per kil., $7,500. Total subvention, $1,500,000. 

Matamoras to Monterey. N. G. Con., state of Tamauli- 

Date of concession, June, 1880. Length, 400 kils. 
uilt, none. Subvention per kil., $8,000. Total subvention, 
$3,200,000, 

Mexico to Acapulco. N. G. Con., state of Guerrero. Date 
of concession, June, 1880. Length, 465 kils. Built, none. 
Subvention, per kil., $8,000. Total subvention, $3,720,000. 

Chihuahua to Villa del Paso or to Villa Ojinaga. N. G. 
Con., state of Chihuahua. Date of concession, July, 1880. 


Length, 350 kils. Built, none. Subvention per kil., $8,000. 
Total subvention, $2,800,000, 
Patzecuaro to Morello and Salamanca. N. G. 


Con., state 
of Michoacan. Date of concession, July, 1880. 


Length, 


169 kils. Built, none. Subvention per kil., $8,000. Total 
subvention, $1,352,000, 
Culiacan to the portof Altata and Durango. N.G. Con., 


state of Sinaloa. Date of concession, August, 1880.- Length, 
440 kils. Built, none. Subvention per kil., $8,090. Total 
subvention, $3,520,000. . 

Anton Lizardo to Huatulco and Puerto Angel. N. G. 
Con., state of Oaxaca. Date of concession, August, 1880. 
Length, 450 kils. Built, none. Subvention per kil., $8,000. 
Total subvention, $3,600,000, 

Jalapa to San Andres Chalchicomula, N. G. 
of Puebla and Vera Cruz. Date of concession, September, 
1880. Length, 80kils. Built, none. Subvention per kil., 
$8,000. ‘Total subvention, $640,000, 

San Augustin to Huehuetoca. N. G. Con., state of 

Hidalgo. Date of concession, September, 1880. Length, 
50 kils. Built, none. Subvention per kil., $8,000. Total 
subvention, $400,000. 
_ Central International & Interoceanic (Boston company). 
S. G. Con., limited company, represented by S. Camacho 
and R. Guzmon. Date of concession, September, 1880. 
Length, 2,435 kils. Built,54. Nearly ready,24 kils.additional. 
Subvention per kil., $9,500. Must build within 1 year 3 
months and 22 days, 354 kils. Time allowed for construc- 
tion, not counting first year, 9 years 7 months 22 days. 
Sum which the government must pay in one year from the 
date of concession, $600,000. ‘Total subvention, $23,132,- 
500. 

Mexican National Construction Co. (Palmer & Sullivan). 
N. G. Con., company represented by Palmer & Sullivan. 
Date of concession, September, 1880. Length, 1,043 line to 
frontier, 915 line to Pacific. Built, none. Preparatory 
work being rapidly pushed. Subventions, per kil., to Pa- 
cific, $7,000 ; to United States, $6,500. This company 
must build 450 kils. every two years. It is allowed four 
years, not counting first year, to reach the Pacific, and seven 
ir —— the United States line. Total subvention, $13,- 

84,500. 

San Martin to the FC of Hidalgo Tlaxcala. 
state of Tlaxcala. Date of concession, September, 1880. 
Length, 65 kils. Built, none. Subvention per kil., $8,000. 
Total subvention, $520,000. 

Puebla to San Marcos. N. G. Con., state of Puebla. Date 
of concession, September, 1880. Length, 51 kils. Built, 


Con., states 


N. G. Con., 


noes, Subvention per kil., $8,000, Total subvention, $408,- 
0. 

Mérida to Kalkini and Celestum. N.G. Con., state of 
Yucatan. Date of concession, September, 1880. Length, 
142 kils. Built, none. Subvention per kil., $6,000. Total 
subvention, $852,000. 

Sonora (Guaymas to northern frontier), S.G. Con., 


limited company represented by 8S. Camacho and PD. Fergu- 
son. Date of concession,eSeptember, 1880. Length, 457 
kils. Built, 30. Subvention per kil., $7,000. After first 
year this road must be constructed at the rate of 200 kils. in 
two years. Total subvention, $3,199,000, 

Patzcuaro to the Pacific. N.G. Con., state of Michoacan. 
Date of concession, September, 1880. Length, 342 kils. 
Built, none. Subvention per kil., $8,000. Total subven- 
tion, $2,736,000. 

Toluca to the mine of Ixtapa del Oro. 
Maria Amat. Date of concession, Nov., 1880. 
stated. No subvention. 

Link uniting the Morelos and Mexican. N. G. Con., state 
of Mcrelos. Date of concession, Nov., 1880. Length, not 
stated. Subvention, $6,500 per kil. 

Coa] Lands Railway, from Rio Yaqui to the Morrito. 8. 
G. Con., Robert R. Symon. Date of concession, Dec., 1880, 
Length, not given. No subvention. 


Con., Jose 


N. G. 
8 Length, not 


Mérida to Valladolid. N. G. Con., Francisco Canton. 
Date cf concession, Dec., 1880. Length, 160 kils. Built, 
none. Subvention per kil., $6,000 Total subvention, 
$960,000, 

Jalana to Vera Cruz. N. G. Con... Ramon Zangroniz. 
Date of concession, Jan., 1881. Length, 114 kils. Built, 
none. Subvention per kil, $8,000. Total subvention, 


$912,000. 

Salto to Maravatio via Tepeji and Jilotepec. N. G. Con., 
Pedro del Valle. Length, not given. Subvention, $8,0C0 
per kil. 

San Luis Potosi to the Mexican Central at Aguas Calientes. 
N. G. Con., states of San Luis and Aguas Calientes. Date 
of concession, February, 1881. Length, 150 kils. Built, 
none. Subvention per kil, $8,000. Total subvention, 
$1,200,000, 

Estacion company aud town of Tlalmanaleco. Con., state 
of Mexico. Date of concession, February, 1881. Built, 
none. Length, not stated. Subvention per kil, $6,000. 

NUMBER OF KILOMETRES BUILT. 

The following shows the number of kilometres of railway 
already constructed in Mexico: 

Railways. 
Medellin.......... 


Kilometres. 
22.000 
423.750 


Cet cect .ons one ap eke badn kbRareeeaeseste ha sae Renee 









I ci us sa sc kRabheOed SNCRERMECHLERE CES EC CUMEKE 47.000 
SE reine ree Seren. reve tae cere Fe 114.000 
Mérida & Progreso............ re ee rer Treo 34.000 
ER I PO EC UT ETO TTT 51.000 
RR ce ceciicieeeate ash iseuseiktansbavece 60.000 
A CID ons 0.50 nips babi en banawnarnseebannes 84.299 
SRI 2 PUNO, bv. n 4.00 ccne eter ccccsecsdacanes 25.000 
Ee ile tcc Ceba Desi kbesusras Wad shoa de nkies 6.000 
NG SN EE EWN. sco ois.c ce cecccencccsberesdeveeaess. 9.000 
SE SE so nchendcusecsrcnee s0dsae¥wisebeceseneed 5.000 
Mérida>& Peto........ 12.000 
Zacatecas & San Louis 6.500 
Morelos. . se Dee hain ave 98.000 
Matamoras Izucar ... 11.000 
San Martin Texmelucan 2.000 
NR 5 ax Sace teaitshdvisee 5.000 
Central.......... 54.000 
aah ss  Aoanesanheeueesaws kay bee komkeanaas 00S bes ebne 30.000 

NE IIE iii? stat atinaatiw digress ci-cnnee »..1,097.549 


That is, about 682 English miles of railroad already built. 





Eastern Terminal Charge in Immigrant Tickets. 


The following, a portion of a letter published in the Chi- 
cago Tribune of April 4, gives the arguments which the 
Western railroads use against paying an arbitrary New 
York terminal charge on through immigrant rates to the 
West, as also a discussion of the general question of paying 
commissions to agents : 

Let us now consider the main question at issue between 
Eastern and Western lines on its merits, and by the light 
thus evolved give the cue to prophecy concerning the ulti- 
mate fate of this movement of the Western lines. Has it 
ever occurred to the gentlemen at the helm of the Eastern 
trunk lines, or to the sagacious class of gentlemen who sell 
tickets, that the logic of events has ged changed the 
condition of affairs since the adoption of their plan of mak- 





ing money out of the transportation business, requiring a 
subsidy for doing that which isa part of their legitimate 





duty, and by doing which they enable their constituents to 
make money out of the work they are employed to do,?—in 
the case of railway companies, by attracting busines? 
through facilities afforded for cheapness or comfort, saving 
the repurchase of tickets, whereby the cost of the journey 
may be increased on long lines. 

The ‘* Interested Looker-On ” has given-one reason why the 
great allowance made by Western to Eastern lines for ‘‘ ter- 
minal expenses ” of doing actual foreign emigration business 
should cease—viz., the great reduction in rates of transpor- 
tation on Western roads. That is sufficient, per se, but there 
must be added the fact of the vasily superior equipment of 
Western roads, and that it will not do to keep ‘‘ Cheap John” 
conveyances for this class of travel, because there is not 
enough of it to warrant a distinct class of cars there- 
for; and, in connection therewith, that it is nothing 
but a fraud upon Western lines to insist upon or 
even ask them to allow people odorous of the sea, for whose 
passage not over a moiety of the local second-class fare is 
paid, to have the same accommodations as the full-paying 
second-class passengers. Now, in the matter of commissions 
to agents for the sale of tickets, the novelty of the thing at 
first justified some inducement to agents to become ac- 
quuinted with more of geography than was embraced in 
the limits of their own bailiwick, and to learn about time and 
connections so as to give correct information to travelers. 

In the days when commissions were first paid there were 
no condensed time-+ables or through trains. All over the 
country, at the windows of the principal ticket-offices, the 
agents were the only oracles who could be consulted. Then, 
too, the West was a terra incognita to nearly all Eastern 
people, and the Western railways were mostly as insignifi- 
cant in national fame as a ward politician beyond his little 
precinct. There were no traveling agents ready to fur- 
nish all needed information, and attend to those intend- 
ing to travel by arranging in advance for their 
comfort and rapid transit. In short, the whole railway 
system is so altered that there is neither rhyme nor reason 
in asking or expecting one railway company to pay the 
agents of another company for what it is for the express ad- 
vantage of the employing company to have their said agents 
do. Again, ticket agents in those days were paid much less 
than pow by their employers. Furthermore, all commis- 
sions accomplish now is neutrality. 

So much concerning the usefulness of paying commissions 
for the purposes which induced the practice to be inaugur- 
ated. We turn now to note their positive injury to the 
companies permitting their agents to receive them. This 
consists in their demoralization as to attention to local pas- 
sengers. Let two persons approach the ticket window of 

the average coupon ticket agent of the period—one to buy a 
local ticket over the whole length of the road perhaps, but 
for the sale of which there is no commission, while the other 
wants a coupon ticket to some distant point, reached possibly 
via a junction balf way over the agent’s employer’s road, 
but tor the sale of which some company beyond his 
own line pays him a dollar—and see which will get waited 
on first and bask in the smiles of the agent the most cosily. 
The agents are not at fault for this; they would be more 
than human if they resisted the temptation or the good 
nature awakening papas of the mighty dollar. The 
fault is in their employers and not themselves that they are 
situated so as to make a foreign company’s dollar look so 
large to them. The remedy for the commission evil to the 


agents of foreign companies is of the homeopathic 
nature, each company paying its own agents a 
reasonable commission, to increase the sale of 


local, as well as on the company’s proportion of a foreign 
ticket, but so graded as to'make the local ticket rank in im- 
eee, and prohibiting: the receipt of foreign subsidies. 

f all roads adopted this plan there would be no subsidizing 
the agents of other roads, of course, by even the most reck- 
less. The points herein so imperfectly set forth are begin- 
ning to be considered by thoughtful men in the railway ser- 
vice. 

The Western Trunk Lines Passenger Association has ac- 
complished buta very small proportion of the beneficence 
within the scope of its possibilities, When it bas broken up 
the pernicious system of throwing away the money of the 
owners of Western roads, by paying it out to enrich Eastern 
roads or their agents, without thereby increasing the volume 
of general travel one iota, it will have reached the cul- 
mination of its good work. People who have resolved to 
emigrate and settle for life in some other region, vr have the 
prospecting fever, will not be deterred from going West by 
a few do lars differenc2 in the amounts Western roads re 
ceive for their transportation, especially if the emigrant 
does not receive the benefit of that difference. 

The field of usefulness of such an organization as the Asso- 
ciation in question, if wisely managed, is continental in its 
range. Let it take up the different points fairly within its 
line of work, step by step, as each step is secured. 

The evident deduction from the premises is that the princi- 
ples aimed at by the Association are eminently sound, and 
must and will prevail in theend. If the gentlemen at the 
head of the passenger departments of the several roads 
therein at this date have not character and capacity to de- 
monstrate to the seceding party that it was bad policy— 
tbe course pursued to make himself “solid” with the 
parties whose éclat seemed of more account to him than 
the establishment of a just, conservative, and_ busi- 
ness-like conduct of passenger traffic—they will prove sig- 
nificant and stupendous failures. ‘‘ The signs of the times ” 
are all propitious, and, if they do not take the “current 
when it serves,” they should be made to feel that they are 
out of joint with the true interests of railway economy, 
which is being more and more expressed in the homely 
proverb, ‘‘a penny saved is as good as a penny earned.” 

The great army of railway shareholders are entitled to 
the benefit of the best efforts of every man fit to be in rail- 
way service, to accomplish the ends aimed at and within the 
power of the Association. The public demands it; suc- 
cess, the times are ripe for it, and the man representing a 
Western road who will put a straw in its way as a stumbling 
block, either by trickery, treachery or obstinacy, is not fit 
to head any department of the great industry so much in 
need of the good will and co-operation, together with the 
prosperity of every other factor of national welfare and 
greatness. 

Let, then, no dogmatic, opinionated, selfish, or trivial in- 
dividual mar the perfectly harmonious co-working of all 
the members for the great end sketched in this paper, but 
all strive as to who can best do and best agree in the grandest 
effort of the current railway age to so manage affairs as to 
make money for the property owners, save money to the 
public, and deal justly and generously with ‘‘ the boys.” 

chennai 








RAILROAD LAW. 
Right to Condemn Land for Additional Tracks. 

An important question was passed upon last week by the 
Pennsylvania Supreme Court in a case concerning the Phila- 
delphia & Reading road. The real matter at issue was the 
power of a railroad company to lay sidings and turnouts in 
connection with its main tracks. Hiram 8. Getz is the 
owner of a corner piece of property in Reading, lying near 
the tracks of the railroad. On it are erected extensive and 








costly buildings, with heavy machinery for sawing marble 
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into shafts and slabs. On the ises ‘are 


also a large 
warehouse for storing the marble, a heavy derrick for. 


unloading the blocks. The Reading desiring to 
make connections with a large rolling mill near at hand, to 
construct certain sidings, were proceeding to raise the pave- 
ment of Getz to a level with their tracks, and to construct a 
branch track, when Mr. Getz and the lessee of the property 
commenced re in ous. After several stages of 
litigation had been passed through, the Court below finally 
decidei in favor of the railroad, on the ground that the 
railroad had a right under the law of domain to take the 
property upon giving a bond to pay whatever damages were 
assessed against it. The Supreme Court in affirming, in an 
opinion by Justice Green, sid: ‘‘The grant of power to a 


railroad carries with it the right to construct turnouts, sid-. 


ings, etc., and all necessary appen .” Justice Trunkey 
dissents from this opinion, saying: ‘* Never before has such 
taking of private property in this state received judicial 
sanction, and I doubt if ever before a railroad company 
attempted it.” 


Rights of Stockholders to Intervene in a Fore- 
closure. 

We are informed by Ex-Judge B. W.. Huntington, of 
Counsel for the Respondents in the railroad case of Pratt, 
Executor, a vs, Munson and The Farmers’ Loan & 
Trust Co., Respondents, that the New York Court of Ap- 
peals, affirming the judgment below, has just decided that 
the New York act of 1853, allowing stockholders to inter- 
vene pro rata upon railroad foreclosure purchases, has been 
repealed by subsequent legislation. The _——— has not yet 
been received, but the fact will impress the railroad world 
as being of great importance. 


SCRAP HEAP. 





THE 


Locomotive Building. 


The Old Colony ‘shops in Boston have just finished a heavy 
passenger locomotive and have another nearly ready for 
the road. , 

The Rogers Locomotive Works, in Paterson. N, J., is 
shipping a number of consolidation freight engines to the 
New York, Pennsylvania & Ohio road. 

The Dickson Manufacturing Co., at Scranton, Pa., is 
building several —— ay 5 engines with 18 by 24 in. 
cylinders, for the Delaware & Hudson Canal Co. 

Besides new works, the Grant Locomotive Works, in Pat- 
erson, N. J., are changing a number of locomotives from 6 
ft. to standard gauge for the Erie. 

The Manchester (N. H.) Locomotive Works have lately 
shipped a number of engines to the Northern Pacific. 

he Portland ne at Portland, Me., is- building 
some engines for the Northern Pacific. Several have been 
shipped around Cape Horn for the Pacific Division. 


Car Notes. 

The Delaware & Hudson shops at Green Island and One- 
onta, N. Y., are building 200 coal cars to carry 12 tons 
each, 

The Erie Car Works, at Erie, Pa., have an additional 
order for 800 box cars for the New York, Pennsylvania & 
Ohio road. 

The Concord Railroad shops in Concord, N. H., are to 
build 100 coal cars to carry 15 tons each. 

The Gilbert & Bush Co., in Troy, N. Y., have just shipped 
three passenger cars and one drawing-room car to a narrow- 





uge road in Brazil ; 11 passenger and combination cars to | Bur 


exico, and 4 Tiffany refrigerator cars to Australia. 

The Paige Wrought Metal Car-W heel Co., which is shortly 
to begin the mavufacture of the Paige wrought metal car- 
wheel on Hampden street, consists of W. H. Paige, D. D. 
Warren and Emersun Gaylord, of Chicopee. This wheel is 
constructed with a steel tire ; aud has two wrought-metal 
side plates which are forced in by hydraulic pressure, being 
forced on to the hub at the same time. The metal of the 


tires is then turned down over the plates and they are also | De 


secured by 18 %{-inch bolts around the tire and 6 %-inch bolts 
through the hub. The weight of these wheels is much less 
than that of corresponding sizes of chilled wheels, and they 
have given great satisfaction on the Connecticut River road 
aud elsewbere.—Springfield (Mass.) Republican. 

The Baltimore & Ohio shops are building 20 express cars 
for the road. They are 33 ft. long, are thoroughly fitted up 
and handsomely furnished. 

James Harris & Co., at St. John, N. B., are building 80 
flat cars for the Intercolonial road; also6 passenger cars and 
a number of flat cars for the Grand Southern road. 

The Eastern Railroad shops, at Salem, Mass., are building 
8 new passenger cars for the road. 


Bridge Notes. 


The Leighton Bridge & lron Works, at Rochester, N. Y., 
have just completed a wrought-iron lattice truss bridge over 
the Chippewa River, near Eau Claire, Wis., for the Chicago. 
St. Paul, Minneapolis & Omaha. It has six spans, four of 
180 ft. each and two of 80 ft. each. 

The Wrought-Iron Bridge Co., at Canton, O., is putting 
up an iron bridge over the Cuyahoga River at Kent, O., for 
the Connotton Valley road. 

The Phoenix Iron Co., at Phoenixville, Pa., has the con- 
tract for the iron work for a new iron pier and landing at 
Coney Island. 

Iron and Manufacturing Notes. 

The Springfield Iron Co., at Springfield, [ll., has settled 
the difficulty with its employes, who have been outon a 
strike for three weeks, on about the same basis as was 
offered them before the strike. Work was resumed on 
aw March 238, in all departments of the company’s 
woiks. 

The French Spiral Spring Co., of Pittsburgh, has bought 
the entire business and works of the Culmer Spring Co. 
Improvements and additions are to be made to the already 
extensive facilities, giving the company very large facilities 
for the mavufacture of springs both for cars and locomotives. 

The rolling mill of the James River Steel & Miniag Co., 
at Lynchburg, Va., is running on light iron rails. 

The Phcenix Iron Co. has put its No. 2 furnace out of blast 
for repairs. No. 3 will be put in blast as soon as possible. 

The ore beds on Chuckey River in Green County, Tenn., 
have been bought by a Northern company, which will build 
a blast furnace close by. 

The Edgar Thomson Steel Co., the Lucy Furnace Co., 
and Carnegie Brothers & Co., owning the Edgar Thomson 
Works, the Lucy Furnaces and the Union Iron Mills, 
together with extensive coal and ore interests near and in 
Tyrone, including the Pennsylvania Furnace, have been con- 
solidated, and entitled Carnegie Brothers & Co., limited 
with Mr. T. M. Carnegie as President and Mr. D. A. Stewart 
as Secretary and Treasurer. The capital of the company is 

,000,000, and the new arrangement goes into effect 
to-day.—Pittsburgh American Manufacturer. 

The Southern States Coal, Iron & 
order for the cast and wrought-iron work needed for the re- 
modelling of the Alabama . Its foundry is turn- 
ing out large quantities of car castings for railroad and fur- 
nace use.—Chattanooga (Tenn.) Tradesman, 








d Co. has taken an | Mr 


‘The Rail Market. 


‘For steel: rails the quotations are about the same, say $62 
to $65 +4 ton at mill, but lower prices are taken for winter 
deliveries. There is much pressure’ for early deliveries, 
which the mills are all too crowded to meet. . 

For iron rails there is much inquiry and many small sales, 
but no large transactions are repo! Prices are firm at 
about $47 per ton at mill for‘heavy rails and $51 to $52 for 
light sections. . English rails are somewhat lower. 

Old iron rails are dull and lower. Sales are reported at 
$27 to $27.50 per ton in Philadelphia, but light sales are re- 
ported. . 

The Metric System. - 

At the annual meeting of the American Society of 
Mechanical Engineers, a resolution was offered, which is 
now submitted to the members for letter-ballot. The 
resolution is as follows : 

‘* Resolved, That the Society deprecate any legislation 
tending to make obligatory the introduction of the metric 
system of meazureme2at into our industrial establishments. 
Also, that the Secretary be instructed to communicate the 
sentiments of this resolution to any one concerned in pro- 
curing such legislation. And further, that a copy of this 
Se be seat to the.Anti-Metric Society of Cleveland, 

io.” 


Studying American Railroad Methods. 

A dispatch from London, April 5, says: ‘ Four leading di- 
rectors of the London « Northwestern Railway, accompa- 
nied by one of the company’s managers, will start at an early 
date for the United States, where they intend to make a 
thorough inspection of the workivg of the American railway 
system, with the view of the introduction into England of 
some features in which American railways surpass the 
British system. The deputation will travel over all the prin- 
cipal trunk lines in the states, commencing their investiga- 
tions at New York and concluding at San Francisco. 


A New Arrangement of Yard Tracks. 


The St. Paul Pioneer-Press says : “* Mr. W. C. Van Horne, 
of the Chicago, Milwaukee & St. Paul Railroad Company, 
has planned a system of tracks and switches for the new 
depot of the Company in Chicago, which railroad men say is 
ahead of anything now. in use, and certain to greatly facili- 
tate business. The idea embodies two or more main lines 
running through the yard. Between them, and connecting 
them, there will be laid diagonally a large number of tracks, 
each constructed to hold 40 cars—the extreme limit of a 
freight train. Trains coming in on one of the main lines 
will run upon one of these diagonal tracks, and the engine 
will cut off and go to the house on the other main track. 
Thus, no matter how —- trains arrive, up to the limit of 
accommodations provided, each one will stand upon its in- 
dependent track, and can be pulled out in whole or in part 
without disturbing other trains, and two or more main 
tracks will always be clear of standing cars, Railroad men 
will see that the saving in time and wear of material will be 
very great.” 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol 
ume of the Railroad Gazette : 


Page. Page. 

Boston, Hoosac Tun. & West.. 12 Long Island...... ...... ... so a 

Boston & Lowell.............+:. 27 Louisville, New Albany & Chi. 2 
«+ eee 40 


ae 
Cedar Rapids & No ..105, 120 














m Maine Central......... 
Contral 1OWS. ...6.2.cccccccccses 164 Marietta & C'ncinnati... 
Chicago & Alton..... ...... 133,151 Missouri Pacific . 
Chi., Burlington & Quincy..... 180 New Haven & Northam ~~ 
Cincinnati Southern............ 59 ON. Y., N. H. artford........ 11 
Cleve. Col., Cin. & Ind......... 27 N.Y., Pennsylvania & O..176, 181 
Consoiidation Coal Co .. -. 164 N.Y.State R’roads.23, 44,60, 106, 152 
Dayton & Union ..........+...+6 4 Northeastern (S. C.).............. 27 
Delaware............0. +0 Northern Central............... 151 
De 44 Ohio & Mississippi.... ......... 132 


P. 
>» Pennsylvania & New York..... 
Pennsylvania Railroad....... 
6 Phila., Wil. & Baltimore. a 
Pitts. & Castle Shannon 
2 Pitts. & Lake Erie........... 





Delaware & Hudson Canal. ee 
De . & Western 
















re Pitts., Titusville & Buffalo ..... 27 
Gulf, Col. & Santa Fe Prince Edward Island.......... 92 
Hannibal & St. Joseph.. 63 Richmond & Danville...... ... 60 
fllinois Central........... Rome, W’town, & Ogdensburg. 44 
Indiana, Bloom. & West 6 St. Louis, lron Mt. & Southern, 120 
Intercolonial.......  ....- .s+++ 7 St. Louis & San Francisco...... 12 
Jeff., Madison & Indianapolis.. 105 Sandy River .................... 176 
Kentucky Central........ .. 4% Troy oane ae 
Knox & Lincoln.. . 164 Union Pacific........... ...152, 164 

¥ 








Lehigh Coal & Nav. Co [105 Utiea & Black River...........2 1 
Lehigh Valley........- “ .. 44 Wabash, St. L.& Pac..27, 164, 176 
uigonier Valley........sseeccees 43 Worcester & Nashua............. 76 


Port Royal & Augusta. 


This road extends from Port Royal, 8S. C., to Augusta, 
Ga., 112 miles. The following brief statement is for the 
year 1880. 





The earnings were as follows: ° 
IN Seas vig 3583 am Setuds buss ; -$229,668 
Passage... ie uabbineeis wae akeeae sate sie 48.045 
Mail, express, etc................--5. er me 31,921 
I ee OE a oan ioe neice sccceacsetesded 309,634 


Expenses (71.82 per Cont.)........06c...cececcsecececeese o OM 


Net earnings ($777 per mile).... .2.......00 ... -... 


The funded debt consists of $250,000 first-mortgage 6 per 
cent. bonds and $1,500,000 income bonds. Deducting inter- 
est on the first-mortgage bonds, the net earnings given would 
be enough to pay 4.8 per cent. on the income bonds, if all 
applied to that purpose. 


Galveston, Harrisburg & San Antonio. 


This company owns a line from Harrisburg, Tex., to 
San Antonio, 215 miles. The statement is for 1880. 
The earnings were as follows: 








‘ 1880. 1879. Inc. or Dec. P.c. 
Freight ........ $1,131,863.68 $1,142.037.15 D. 173.47 0.9 
Passage.......... 214,488.80 200,665 44 1. 13,823.36 6.5 
RE 46,537.78 47,967.74 D. 1,429.96 3.8 
Total...... $1,392,890.26 $1,590,670.33 I. $2,219.93 0.2 
Expenses. ..... 593,725.33 571,903.60 I. 21,821.73 3.8 
Net earn... $799,164.93 $818,766.73 D. $19,601.80 2.4 
Gross earn, per 
ID ox oxtecete 6,478.56 6,468.23 I. 10.33 0.2 
Net earn. perm.. 3,717.05 3,808.22 D. 91.17 2.4 
Per cent. of exps. 42.62 41.84 I. 0.78... 
During the year a branch has been built from Siwith Junc- 
tion to Grange, 28 miles. It is now in u e. 





South Carolina. 


This road includes a line from Charleston, S. C., to 
Augusta, Ga., 137 miles; Branchville to Columbia, 68 
miles; Kingsville to Camden, 37 miles, making 242 miles. 
. John H. Fisher, Receiver of the road, has made his re- 
port to the Court for the calendar year 1880. 

Cg | reg pero 7 44 engines; 18 oe passen- 
ger, 4 sleeping, second-class passenger, ani baggage, 
mail and express cars; 496 box, 14 stock, 97 flat and 30 








caboose capt A Fig anaes | 2 officers’ and pay and 6 shan’ 
cars. Two of the loco: ves are poe med od 
Receiver’s account from Oct. 1, 1878, to Dec. 31, 1880, 


Net earnings.............. 
Old balances, 8. C. R. R. Co .. 
Interest and premium 





i tn sicst coe dedrbocnaateaucess scales nade 
First-mortgage coupons to syndicate. ... $72,112.22 
one interest, commission, 

e 





Lab tbhE Re + ste ocke nbbdbéedubasesose 96,690 .46 
NN I rrr 29,807. 
i i tbc cusksegabsencecvadbeee 24,378.44 
OS NS Oe errr 1,270 32 
ch cccnskebasancshsenaess 137,988.68 
Track extension and wharf............. 3,010.29 
. — 665,257.64 
Balance, Dec. 31, 1880............. cee... sees $197,488.14 
Expenditures in 1880 were largely increased by the heavy 


repairs to locomotives needed, and by the destruction of car 
shops and cars by fire, this loss amounting to $22,709.94. 
Four locomotives and 170 freight cars were bought and 
15 passenger cars bought or built to replace old ones burned 
or condemned, The passenger equipment is now very fair, 
but at least 100 more freight cars are needed. The equip- 
ment is in better order than for many years. 

The Receiver has laid 7824 miles of new rails, but at least 
50 miles more are needed this year, as the old iron rails 
have, many of them, been down a long time and are now 
going very fast. 

The traffic as reported was as follows : 





Train miles: 1880. 1879. Inc. or Dec. P, c. 
Passenger.......... 295,687 225,647 I. 70.040 31.1 
Freight. . .. 684,981 561,981 I, 123,000 21.9 
Service............. 199,284 155,498 I, 43,786 28.2 

Tota!......... 1,179,952 943,126 I, 236,826 25.1 
Passengers carried. 161,519 124,915 I 36, 29.3 
Tonsfreight carried 326,086 251,005 I 75,081 30.0 
|). 37,877,804 29,001,568 18,876,236 30.6 

Per ton per mile; 

Earnings........... 2.50 cts. 2.80 cts. D. 0.30 ct 10.7 
Expenses........... 1.64 * 1.80 * D. 0.16" 8. 
Per train mile: 
Passenger, earning 6.80 * 101.20 “* Dd. 4.40" 4.5 
5 expenses. 84.10 “* 83.70 * I, 0.40 “ 05 
Freight, earnings .. 136.10 * 145.70 ** Lb. 9.60 * 6.6 
“expenses... 90.84 ** 93.30 ** D. 2.46 2.7 


The increase in passenger train mileage was due to the 
running of an additional train to connect with the Atlantic 
Coast Line. Freight train movement increased with the 
amount of business. 

Receipts of leading articles of freight at Charleston were 
as follows : 


1880. 1879. 187s. 
Bales cotton .... —- .... 369,820 $31,946 . 344,652 
ERT 16,448 61,468 
EE nc dsnedsasaveeeses os 311,820 67.702 231,860 
Barrels naval stores .............. 69,663 70,468 53,921 
eae 14,000 13,950 12,500 
Tons fertilizers from Charleston. . 58,523 40,989 38,418 


The increase in freight was in the heavier freights neces- 
sarily carried at low rates, which accounts for the decrease 
in the average freight rate. This average rate is still much 
— than on most Western roads. 

The division of freight earnings, including express, was 
as follows:* 





1880. 1879. 
From points beyond Charleston. . $93,438 .26 $80,393.74 
To poicts beyond Charleston...... 53,237 57 47,797.65 
From Charleston................ 307,958.75 235,994.20 
RG ind dctensharonecnes asi 415,714.57 375.193 .14 
Between local stations. 74,010.16 90,034.81 
IESE cds ncecide chockhdeues $944,359.31 $829,413.63 


The decrease in business between local stations was ex- 
pected, as that traffic was swelled in 1879 by unusual causes. 

The increase in train expenses in 1 was due to the 
heavy renewals of pruperty required, and will probably 
continue through the current year. 

The earnings tor the year were as follows: 


1880. 1879. Inc. or Dee. P.¢ 

Freight.. $931,956.43 $819,067.62 TI. $112,888.81 13.8 
Pa D.cce --- Sl, O66.44 201,938.00 I. 49,527.44 24.5 
Mail and ex- 

eee 31,832.77 27,520.05 I 4,312.72 15.7 
Other...... 2,501.65 3,498.08 D. 996.43 28.5 

ae $1,217,756.29 $1,052,023.75 I. 165,732.54 15.8 
Expenses.... .. 875,793. 72 714,278.35 I. 161,515.37 22.6 

Net earnings. $341,962.57 $337,745.40 1 $4217.17 1.3 
Gross earn. per 

| 5,032.05 4,347.21 I. O84.84 15.8 
Net earn. per 

RPE es 1,413.07 1,395.64 I. 17.48 1.3 
Per cent. of 

ee 71.90 67.90 I. 4.00 


This increase in expenses was entirely due to additional 
train service and to the extensive renewals of road and 
equipment. Large repairs were made on bridges, and the 
Wateree trestle is the only one now in need of rebuilding, 
There were laid last year 3,162 tons of steel rails and 87,480 
ties. There are stil] 62 miles of old chair rails which cannot 
last much longer, and 4,500 tons of steel rails are needed 
this year. 

Branchville station has been rebuilt and the Charleston 
— yards improved, Several new water stations were 

uilt. 

Four new freight engines were bought and two small ones 
condemned, Seven locomotives were rebuilt. The car 
equipment has been thoroughly overhauled and additions 
made as noted above. Most of the cars burned with the 
shops were old and needed rebuilding. 


Utah Southern, 


men extends from Salt Lake, Utah, to Juab, 105 
miles. 

The income statement for 1880 is as follows; 
Passengers.... : 
OO rere 
Other sources....... 





Total ($3,760 per mile).... 


Kepeasweneh 304.886 
Mapemses (66.0 POF COME.) ........ccccccccscoccge sees ccves 177,308 
Net earnings ($2,072 per mile).... ...... .......... $217,578 
ein Si ouscls cw ebeed eves. 00d BibSbcisLias 29, 
MM hbbutiicvhaasheheraiesshaiamesare case ose $246,082 
Permanent improvements....... .... ob ckNebenel $10,653 
i ndeciccces ae aebebheds sosesend 130,340 
Rev evcccancbe sess Peanut .. 90,000 
—— 230,995 
Ts 5o 8 die skiite 5050) csds acvesieces $15,989 


As compared with 1879 the gro:s earnings increased 
$67,327, or 20.55 per cent., and the net earnings $40,535, or 
28.54 per cent. 

The road is extended south of Juab by the Utah Southern 
Extension, a distinct corporation. 
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EDITORIAL ANNOUNCEMENTS. 


Addr Busi letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the eo of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 





Passes.—All persons connected u with this paper are forbid- 
den to ask for passes w any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Advertisements.—-We wish it Setenating understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uUMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im mt to 
pd —- Those who “~~ to reeommend ir inven- 
tons, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to “nennenendl them editorially, either 
for money or in consideration of advertising ronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and com if t 
will send us —- information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
a completion oF Sta contracts for new works or 
mportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, , and 
sug: ions as to its improvement. Di s of subjects 
ining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
cred Officers will oblige us by forwarding early c 
of notices of meetings, elections, appointments, a 
gprs Ape annual reports, some notice of all of which will 

















RAILROAD ENGINEERS AND AN ASSOCIATION 
OF SUPERINTENDENTS OF PERMANENT WAY. 


It was proposed in these pages a few weeks 
ago* that an association of this kind should be 


organized, and the need of it to the extent that 


was then apparent was pointed out. Since then 
there has been some opportunity of discussing 
the subject with different railroad officers, and all 
to whom it has been presented are agreed that such 
an organization could be of great use in perfecting 
and improving the departments of railroad construc- 
tion and operation which would be within its scope. 

The proposal to form such an association was ina 
great measure a sequence to the suggestions con- 
tained in Mr. Holley’s paper on rail sections read at 
the meeting of the Mining Engineers, because, as was 
pointed out in. these pages, to secure the general adop- 
tion of asystem of such sections it is essential that 
there should be some recognized authority to act on 
that and other similar matters. 

Mr. Holley in his paper showed that the additional 
cost of rails due to the diversity of rail sections counts 
by millionsof dollars. The importance of this fact is 
so great that we have found, in discussing the need of 
an organization of the kind indicated, that it has over- 
shadowed all its other uses, and the impression left on 
the minds of many of those to whom the subject 
has been presented was that the purpose of 
such an_ association would be _ alone, or 
chiefly, to adopt standard forms for rails. It is true 
that such action is very important and would result in 
very great economy to railroad companies; but» it 
would be only a small portion of the work which could 
and should be done by an association of the kind pro- 
posed, and therefore it has seemed that an article, 
indicating with more or less explicitness and fullness 
the scope and the ends which could be effected if the 
men who have charge of the railroad tracks in this 


* See Railroad Gazette of March 11. in elle dea 





country could meet periodically and confer together, 
would be timely and might lead those most interested 


.| to realize the amount of useful work which could thus 


be accomplished. 

It is of course true that a very important part of the 
work to be done would be that of establishing standard 
forms and proportions for rails, .rail-fastenings, frogs, 
switches, etc., and more especially signals; yet this 
would be only a part of the useful result which would 
follow from the assembling together of the persons 
who have the charge of so important a department of 
railroads as that of the permanent way. 

In the preambles and constitutions of the various 
associations of a similar character which are now in 
existence, the advantage of conferring together is 


1) nearly always recognized. Thusin the constitution of 
2 | the old Western and Southern Railway Association its 


objects were said to be ‘‘ the promotion and advance- 
ment of railway interests, by an interchange of views 
and ideas and by the comparison of experience.” 

The preamble to the constitution of the Master 
Mechanics’ Association expresses the belief ‘‘ that the 
interests of the companies by whom the mem- 
bers are employed may be advanced by the or- 
ganization of an association which shall enable 
them to exchange information.” In the second 
article of theconstitution of the Car-Builders’ Asso- 
ciation it is said that its objects are, ‘‘to enable 
the members to exchange information as regards the 
best mode of constructing railway cars.” The object 
of the recently organized American Society of Me- 
chanical Engineers is declared to be ‘‘the promotion 
of the arts and sciences connected with engineering 
and mechanical construction, by means of meeting 
for sdcial intercourse and the reading and discussion 
of professional papers.” 

It will be seen that in all these associations the idea 
of a conference and interchange of knowledge and 
experience is very prominent, and is regarded as one of 
the chief ends of their organization. In some of them 
the proceedings consist chiefly of papers on various 
subjects of interest to the members, which are con- 
tributed, read and discussed at the meetings. In oth- 
ers the work of investigation is carried on by special 
committees, who put the results of their researches 
into the form of reports. These are then discussed 
and commented on at the regular meetings. Each one 
of these features has special advantages, and they 
might all be employed in the investigation of the wide 
range of subjects which would present itself to the 
consideration of an association of engineers and su- 
perintendents of permanent way. 

Probably few who will read this article will at first 
realize the number, variety or importance of the topics 
which would naturally come before an association of 
this kind for consideration, investigation and decision. 

To recur again to the question of rail sections, it may 
be said that it is not easy to estimate the importance 
of the adoption of a system of standard forms for rails 
and rail fastenings. The extent to which it would 
facilitate the manufacture of rails Mr. we has 
shown very clearly. 

Probably no one can foresee, though, what the effect 
of the general adoption of such standards would be on 
the business of rail-making. It is true, as Mr. Holley 
says, ‘‘ the cost to railway companies of multiplying 
patterns is chiefly in one direction—it prevents rail- 
makers from keeping standard rails in stock. If rail- 
makers could roll and stock standard patterns, when 
special orders were slack they could prevent the exces- 
sive rise in prices which the scarcity of rails 
from time to time creates.” It is probable, too, that if 
there were a recognized uniformity in the quality and 
shape of rails idle capital would be invested in. their 
production, when there is little demand, in the hope 
of realizing a profit when they are needed. At present 
a person would run great risks who would invest say 
$100,000 in any pattern of rails, when the mills have 
little to do and the rate of interest is low. When busi- 
ness revived it would not be at all certain: that there 
would be a demand for the pattern or patterns of rails 
which were ordered as a speculation. 

A recognized system of rail sections would also be 
of great use to the projectors of new roads. At pres- 
ent many of those engaged in such enterprises are pro- 
foundly ignorant of railroad construction. They are 
therefore obliged to depend upon the knowledge and 
judgment of their engineer to select or design a form of 
rail adapted to their road and its traffic. It is notevery 
engineer who has had the special experience or has given 
the subject the amount of study which would qualify 
him to design a rail section properly. Such persons, 
as Mr. Holley says, often show a determination “to 
use no pattern that any other manager has invented, 
but to vary from all standard patterns for no reason 
whatever except to inflict their own individuality upon 





some feature of the interest confided to their 


care.” In doing this they sometimes devise pat- 
terns which are conspicuously inferior to those 
already in use. Since Mr. MHolley’s paper 
was read, the writer has seen an entirely new seciion 
designed by an engineer of a new road, which is very 
much inferior to a number of other sections of the 
same weight which he could have found in the cata- 
logues of the rail-makers of the country. The designer 
had evidently never studied or observed the effect of 
the wear of the fish-plates on the under side of the 
heads of rails, and had provided a very inadequate 
bearing at that point. A standard system of rail sec- 
tions sanctioned by a majority of the railroad en- 
gineers in the country would have an authority which 
in all probability would lead to its general adoption on 
all new lines, and also prevent the perpetration of 
some serious blunders by those who seek “ to inflict 
their own individuality” on the shape of rails. 

What has been said applies with equal force to rail 
fastenings. Once establish a standard for fish-plates 
and bolts and these will become a staple article of 
commerce, just as eight and ten-penny nails are now. 
The result would be that manufacturers all over the 
country would produce these articles without special 
orders for them, whereas now it is impossible. The 
market would thus be better supplied and great fluc 
tuations be prevented, just as floods and droughts are 
by damming astream and storing’ the water when 
there is too much of it for the time when it will be 
needed. 

No department of railroad construction and opera- 
tion, though, is in such a disgraceful state of con- 
fusion, and even contradictoriness, as the signal sys- 
tem now is. The beasts and birds in Noah’s ark could 
hardly have been more unlike each other than are the 
signals on our different roads, and it is as true of 
switch targets as of rail sections, that each road- 
master has sought ‘‘to inflict his own individu- 
ality” on their shape, size and color. Even 
hand signals differ widely on the various roads, 
and what means one thing on one line means some- 
thing quite different on another. It happens occa- 
sionally that trains run over the tracks of two dif- 
ferent roads,and the trainmen in some such cases must 
observe signals atone end of their run which mean 
just the reverse at the other. The visibility of 
signals, too, has received very little attention, 
and the whole subject needs a most thorough 
investigation and discussion. Nothwithstanding 
all that has been written about systems 
of interlocking signals, it is surprising how many 
among those who should be eligible to the proposed 
association are entirely ignorant of what the system 
is. If these men could hear an intelligent report on 
the subject read, and a lively discussion of it thereaf- 
ter, its effect would be to wake them up as nothing 


else would. There is a class of people which 
has many representatives among railroad offi- 
cers, who seldom or never acquire new 


ideas from books or papers or printed matter of 
any kind, but who willbe aroused if they hear such 
matters talked about. All the books and rewspaper 
articles that have ever been written about interlock- 
ing signals may be placed within their reach, and they 
will make no more impression than the passing wind ; 
but put them among their colleagues, where such sub- 
jects are discussed, and they will quickly absorb some 
of the interest in the topics under consideration. The 
great accomplice of ignorance is mental inertia, and 
anything which acts as an intellectual stimu'ant, as 
intercourse with these who have had experience some- 
what different from our own always does, helps greatly 
to dispel the fog with which a large proportion of 
mankind rather likes to be surrounded. 

There is not room here to do more than name a num- 
ber of topics which would properly be subjects for the 
consideration of an association of engineers and 
superintendents of permanent way. Among these 
are: The economic location of railroads, adjust- 
ment of track on grades and curves, maintenance 
of embankments on unstable foundations, the drainage 
of track both under ordinary conditions and in 
specially difficult localities, asin cuts and quick-sanils, 
culverts, the preparation and use of ballast; to rail- 
sections and rail-fastenings should be added the speci- 
fications and tests of these, frogs, switches, railroad 
and wagon-road crossings, cattle-guards, specifications 
for bridges, floors and guards for same, foundations, 
trestles, the preservation of timber, track tools and 
machines, as pile-drivers, excavators and dredges; sig- 
nals have been named already; the arrangement of 
stations, shops, water supply, would all make fertile 
and profitable matters for discussion. 

A not unusual objection which is made by the chief 
executive officers of railroads to sending their subor- 
dinates to meetings of the kind under considera- 





tion is, that they go there and get their minds filled 
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with all kinds of notions which they want to put into 
execution when they get home. This might be true of 
a man whose head is not quite ‘“‘level,” but in such a 
case the obvious and wise thing to do would be tosub- 
stitute for such a man one less liable to permit bees to 
lodge in his bonnet. A man without the ability to 
estimate the value of what is presented for his consid- 
eration could hardly be considered a safe person to 
have charge of the maintenance of a railroad track. 

This objection, though, may be viewed from the 
other side. Thatis, it may be said that a man in 
charge of a railroad track 1s liable to incur heavy ex- 
pense on account of his ignorance of the methods 
which others employ to overcome difficulties. There 
is so much diversity in the duties which a railroad 
engineer and superintendent of permaaent 
works of a railroad must perform, and so many 
novel contingencies arise, that he often needs all the 
assistance of the experience which others have had in 
dealing with similar problems. The duties of the offi- 
cers named differ from those.of the persons in charge 
of the other departments of railroads in the fact that 
the circumstances of the latter are usually duplicates 
of one another, whereas in the road department many 
difficulties must be met, each one unlike all the others. 

A practical illustration of the use of special know- 
ledge was given in one of the main lines of railroad 
quite recently. On the road referred to there was a 
considerable amount of masonry in culverts, tunnels 
and bridge piers, which had been injured from the 
disintegration of the’ stone and various other causes. 
Rather than pull it down the engineers in charge de- 
termined to incase it in béton coignet. In one case 
a culvert which would have cost $36,000 to re- 
build was restored for $2,200. Another was put 
in good condition for $600 which would have cost 
$6,000 to rebuild. On one- division of this road, 
masonry, which would have cost $153,000 to rebuild, 
was thus put into good condition for $27,000. It is 
safe to say that a knowledge of the use of this material 
on this line would be worth thousands of dollars to 
other roads. As it is, comparatively few engineers 
know anything of its use, or what they do know is of 
so indefinite and vague a character that they are not 
able to make any practical use of it. 

The precise manner of organizing an association of 
railroad engineers and superintendents of permanent 
way will probably best be left to the consideration of 
some preliminary meeting to be held in the future. It 
may be said, though, that it will depend entirely upon 
how the proposition is received whether the movement 
will progress to the stage of a preliminary meeting. 
Those who are interested in the matter will call a meet- 
ing at an early date if their plan seems to meet with ap- 
proval. Therefore all who favor the project will help 
to forward it by saying so in any way that they choose, 
and addressing such a communication to the editor of 
this paper. 


THE WINTER GRAIN MOVEMENT. 











Last year the winter grain movement for the North- 
west ended April 3, including but one week more than 
we report upon below, lake navigation opening on that 
date; but this year we are likely to have full five 
months included in the winter movement from the 
time of the closing till the time of the opening of lake 
navigation. 

During the 17 weeks from the close of navigation 
till March 26, the receipts and shipments of grain of 
all kinds at the seven reporting Northwestern markets 
(St. Louis, Peoria, Chicago, Milwaukee, Detroit. To- 
ledo and Cleveland) and the receipts at the seven At- 
lantic ports have been, in bushels, for the past eight 


years : 


Atlantic ports has been 985,478 barrels, equivalent to 
4,484,651 bushels of wheat, while during the same time 
the decrease in the grain receipts at the same ports was 
7,157,922, so that about five-eighths of the decrease in 
grain was made up by the increasé in flour, and for 
the four months very likely the whole of it was so 
made up, both grain and flour receipts having been 
larger in December in 1880 than in 1879. This requires 
attention now as never before, because in previous 
years the fluctuations in the flour movement have 
been comparatively slight. 

The decrease in the shipments of the Northwestern 
markets has been but. two-fifths of the decrease in 
their receipts, but the latter so greatly exceed the for- 
mer that there can hardly be said to be any significance 
in this fact. The lower rates to the seaboard during 
the three winter months tended to increase the ship- 
ments, but there was no presgure for storage room such 
as there was a year ago to force shipments, 

Except in Atlantic receipts, the chief part of the de- 
crease in the movement of the four months oc- 
curred in the last four weeks of that period, when 
traffic on the Northwestern railroads was probably 
more interrupted than in any other month, and when 
last year the movement was very much greater than 
had ever been known in March before. The extent of 
the decrease will be shown by the following compari- 
son of this year’s movement with last year’s during the 
four weeks ending March 26: 


1881. my Decrease. ‘P.c. 
-11,810, 714 16, 688 5,075.974 

shi: pments. 7, "809, "499 12, 745, 012 4,935,513 39.7 

Atlantic receipts....... .. 16, 318,47 5 18,605,066 2,286,591 12.3 


For the 17 weeks ending March 26 the receipts of 
grain of all kinds (not including flour) at the several 
Atlantic ports have been, in bushels, for the past five 
years : 


Northwestern receipts. . 




















New York Gooner 2a boas LeuMsane Boars 10 S01 Tid 
ed WK... ... 5 ,' 9 fy o . 
RM... <0. 4,160,678 | 4'830:271 5.707.687 51416.233 710029 1 
Portland ‘ett 579,800 820°701 1'828'352 gus) 
Montreal 93,065 "53849 821637 "230.804 —_—«192°12) 
Philadelphia, 5,604 50 10,590.8%0 10,715,850 _8,606'810 _7,981'659 
Baltimore...... 595,804 12,068,600, 13,580,400 12,518.817 12°450°550 
New Orleans... 1ausee2 S'901'008 | “soeuees la'pooris ‘a'scb‘ose 
Total...... 32,001,920 58,222,717 59,502,286 58,082,708 52,852,255 


The total Atlantic receipts for the four months were 
thus 9 per cent. less than last year, and still smaller 
than in the two previous years. Nearly half of this 
decrease was in the four weeks ending March 26, 
when the receipts were nearly an eighth less than last 
year. Every port except Boston received a smal- 
ler amount than last year. New Orleans, of 
whose growing trade so much has been said 
of late (and whose March receipts were really unusu- 
ally large), has received less during the four months 
than in any winter since 1877, and 80 per cent. less 
than last year. Baltimore, however, has very nearly 
held its own, and Boston’s receipts have increased 
nearly 30 per cent. The lower winter rail rate 
has worked against New Orleans receipts, but 
the snow blockades have worked in _ their 
favor. It is, however, not possible to say that 
seaboard receipts have been greatly reduced by the 
snow. At all times some routes ‘have been open. and 
though if the railroads could have carried from the 
farmers’ stations in Wisconsin, Minnesota and Iowa 
there certainly would have been larger receipts at 
Chicago and Milwaukee, it is not so certain that much 
of this grain would have gone forward to the seaboard, 
where the supply has been abundant throughout the 
winter. But the decrease in March receipts at the sea- 
board, amounting to nearly 2,300,000 bushels, was pro- 
bably due to the blockades, the rates having been the 
same both years. This March decrease was chiefly at 
New York (1,600,000 bushels) and Philadelphia (1,060,- 
000), against which there are increases of 164,000 bushels 
at Boston, and 408,000 at New Orleans. The percent- 
ages of the aggregate receipts of the seven ports 
received at each port during the four months were : 


“Receipts Shipments pe 1876-77. 1877-78. 1878-70. 1879-80. 1880-81. 

51287 31.832 292 | New York..... 31.0 42.2 40.4 36.9 

ieeld, 161 "465,003 =a 13.0 7.5 9.6 23 13.2 

33,614,161 = 38.465 ,003 | Portland. 1.8 21 1.4 2'3 18 

eerie: aa’ aan'aas | Montreal....... 0.3 0.1 0.1 0.4 0.4 

goof 31,859,801 | Philadelphia... 17.8 18.2 18.0 15.0 15.0 

8'136.803 60039116 Baltimore...... 29.9 20.7 22.8 21.6 23.6 

32,164,145 58.978.775 New Orleans... 6.2 9.2 7.7 11.9 9.1 

> me ORE rpcarnagaond en mene 

28,769,122 52,852,255 Total... .100.0 100.0 100.0 100.0 100.0 





Thus the receipts of the Northwestern markets were 
1344 per cent. less this year than last, but larger than 
in any previous year; the shipments of these markets 
were 10.6 per cent. less than in 1880 and 1878, but 
larger than in other years ; the Atlantic receipts were 
10.4 less than last year, and the smallest for four 
years. In view of the severe winter, the move- 
ment must be regarded as a very satisfactory 
one, especially when we consider that there has 
been this year a very large increase in the ship- 
ments of flour over those of any previous year. We 
have not a complete record of the flour movement, but 
we have elsewhere pointed out the great increase at 
two of the Northwestern cities in March, and since 
December the increase in the flour receipts of the 


Thus gains in percentages over last year have been 
made by Boston and Baltimore alone, though Phila- 
delphia just holds its last year’srank. Boston advances 
further than New York recedes, and Baltimore's for- 
ward is less than New Orleans’ backward movement. 

Comparing the percentages of New York with those 
of Philadelphia and Baltimore taken together, we 
have: 


sone t*. 1877-78. 1878-79. 1879-80. 1880-81. 
New York. .... ..... 1.0 42.2 40.4 39.5 36.9 
Philadelphia and 
Baltimore.......... 47.7 38.9 40.8 36.6 38.6 
The three...... 78.7 81.1. 81.2 76.1 75.5 


New York thus has a smaller proportion than in 
any previous winter since 1877, but, with the excep- 
tion of last winter, so have the other two cities, the 








aggregate receipts of the three ports being smallest 
this year. 

Taking New York and Boston together and com- 
paring their aggregate percentages with those of Phila- 
delphia and Baltimore, we have : 


1876-77. 1877-78. 1878-79. 1879-80. 1880-81. 
New meats and 


apeee 44.0 49.7 50.0 48.8 50.1 

Philadelphia ana , 

Baltimore .... 47.7 38.9 40.8 36.6 38.6 
The four.. 91.7 88.6 90.8 85.4 88.7 


Thus the two northern cities have together received 
a larger proportion of the total than in any of the other 
four years, though their gain in comparion with last 
year is less than that of thetwo southern cities. As 
the railroads carryingto New York and Boston are 
more subject to interruption by snow than the lines to 
the other places, this is another indication that the 
distribution of seaboard receipts has not been very 
greatly effected by the weather. 

4s we shall probably not have any more inter- 
ruptions to traffic by snow, and there is a vast amount 
of grain in the country which could not be carried 
before, it might be supposed that there would be a 
great and general movement of grain henceforth. 
Probably this will be true of such grain as is accumu- 
lated at stations and at the great markets, 
and we shall see it in the shipments of the 
Northwestern markets and the receipts of the 
Atlantic ports. But the same causes that have pre- 
vented the railroads from carrying grain from the far- 
mers’ stations in the Northwest have made the far- 
mers very late with their spring work. When they 
are able to plow, which for many will be as soon as 
the roads will enable them to haul grain. to the rail- 
roads, they will be likely to give every hour to ‘the 
work of putting in their crops, and until that is done 
not much grain will go from them. However, if 
the station warehouses are well filled (and snow 
sometimes makes hauling easier and not harder for 
the farmers) we may have heavy receipts at Chicago 
and Milwaukee, where they have been most inter- 
rupted, immediately. The reduction of the Chicago- 
New York rail rate from 35 to 36 cents per 100 lbs. 
April 1, will tend to stimulate shipments to the sea- 
board. The rate is the same as last vear, after April 
18, but last year at this time lake navigation was open, 
and now for a few weeks the railroads will have all 
the eastward shipments to themselves. With the 
same rates last year the rail movement in March 
and April was larger than ever before, 


Foreign Railroad Notes. 


Russia has built a military railroad east of the Caspian 
Sea, which at the end of January was in operation for 56 
miles, followed by a horse railroad 18 miles long over a 
mountain ridge. 

A Russian road has recently ordered that passenger trains 
should carry a stock of tea, sugar and bread sufficient to sup- 
port the passengers in case the trains should be snow-bound, 
and the government has given instructions for the same 
thing to be done on other roads liable to snow blockades. 

A Russian railroad last winter laid a track over the ice in 
the harbor of St. Petersburg to the island of Cronstadt, in 
order to remove to St. Petersburg great quantities of mer- 
chandise that was stored in ships frozen in there. It is 
spoken of as the only instance of a railroad on ice; but our 
readers will remember an illustrated description of one across 
the St. Lawrence at Montreal that we published last year 
(Feb. 27). The Russian road is more than three miles 
long. 

It is reported that the Russian government will make an 
experiment in working railroads by the state, by taking cver 
the Charkov & Nicolaiev Railroad, three-fourths of whose 
stock it has always owned. Russia has long been a railroad 
proprietor (usually part proprietor), but has not heretofore 
worked any railroad by government officials. 

A committee of the French Chamber of Deputies has re- 
ported that the railroad employés need protection in their 
rights to the pension funds which the companies have estab~ 
lished. If a man is discharged or leaves the service of a com- 
pany he cannot claim his pension, which may be the accumula- 
ion of years, partly paid by him directly, and the whole of i t 
representing his savings during that time. We called atten. 
tion to this weak point in the French pension funds when we 
published a translation of Jacqmin’s account of them several 
years ago. 

A “Society of German Mechanical Engineers” has just 
been organized, with headquarters at Berlin, beginning 
with 140 members, from all parts of Germany. The first 
officers are: President, Herr Veitmeyer, Civil Engineer, 
Member of the Imperial Patent Bureau and of the Royal 
Engineering Academy ; First Vice-President, Director 
Stahl, of Stettin; Second Vice-President, Railroad Director 
Gust, of Berlin; Treasurer, F. C. Glaser, Commission 
Councillur. Regular meetings are to be held on the first 
Friday ofevery month at No.8) Liais nu street, Berlin, W. 

The length of public railroads opened for traffic in France 
in 1880 is 663 miles of lines of general importance, making 
the total in the country at the end of the year 14,740 miles, 
besides 1481, miles of private railroads (in mines, etc.). In 
1880 57 miles of railroads of “local importance” were also 
opened, making a total of 1,356 miles of roads of that class, 











Algeria (a French colony) had 715 miles of railroad in op- 
eration at the end of 1880. The expenditures for new rail- 
road construction by France in 1880 were nearly $55,000,- 
000—nearly $6,000,000 for corporation roads whose sub- 


for completing lines which the state has purchased,and nearly 
$25,000,000 ror new lines which the state has undertaken 
to construct wholly on its own account—the rest for lines 
which are to be built wholly by corporations. The govern- 
ment’s expenditures are more than two thirds of the whole. 

The Swiss Railroad Department has recently published 
statistics of the railroads of Switzerland for the year 1879. 
At the end of the year the total length of the roads in opere- 
tion in the republic was 1.598 miles, including 1', miles of 
wire rope road, 7'4 of tramways, and 43 miles of ‘ special 
roads” (probably mountain roads not worked by adhesion) 
worked by locomotives. These roads had 543 locomotives, 
1,650 passenger cars and 8,545 freight cars. The average 
service was 14,696 miles run per locomotive, 30,410 per 
passenger car, and 11,766 per freight car. ‘his report gives 
the first statement we have seen of the “interchange of 
cars” on Eurupean roads. While the Swiss freight cars ran 
61,991,000 miles in local traffic, they ran 19,521,760 miles on 
foreign roads, and foreign freight cars ran 32,755,232 miles 
on Swiss roads. Switzerland imports nearly all its bread- 
stuffs and exports much of its manufactures and most of its 
dairy products and wines. 

More than four fifths of all the passengers traveled third- 
class, and only 1!¢ per cent. (13.2 out of every thousand) 
traveled first-class, in spite of the immense tourist travel in 
Switzerland. The passenger traffic was at the rate of 169,- 
211 during the year, on 232 each way daily, over the whole 
mileage. On the average 30.7 per cent. of the seats in the 
cars were occupied. The average receipt per passenger per 
mile was 1.62 cents;. per ton per mile, 3.12 cents, the latter 
very nearly four times the average receipt per ton per mile 
in New York the same year. The average earnings per mile 
of road were $6,962—42.7 per cent. of which was from pas- 
senger trains. The working expenses were $3,854 per mile, 
leaving average net earnings of $3,108, or 70 cents per train 
mile. The total number of employés was 13,159, or 8.2 per 
mile, and the gross earnings were at the rate of $838 per 
person employed. The aggregate net increase was at the 
rate of 3.2 per cent. on the aggregate capital of the roads. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Nantasket Beach.—Extended from Nantasket Beach to 
the Old Colony road in Hingham, Mass., 4 miles. Gauge, 
3 ft. 

Fernandina & Jacksonville.--Completed from Jackson- 
ville, Fia., north to Hart’s Road, 21!¢ miles. 

Houston, East & West Texas.—Extended from Livingston, 
Tex., northeast to Moscow, 16 miles. Gauge, 3 feet. 

Galveston, Harrisburg d& San Antonio —The La Grange 
Branch is extended from Ellinger, Tex., west to La Grange, 
12 miles. 

Kansas City, St. Joseph & Council Bluj's.—Track laid on 
the Nodaway Valley Branch from Bigelow, Mo., north to 
Burlington Junction, 32 miles ; alsoon the Turki») Valley 
Branch from Corning, Mo., north to the Iowa line, 28 miles. 

Denver & Rio Grande.—The San Juan Division is ex- 
tended from Alta, Col., west to Chama, 13 miles. The Gun- 
nison Division is extended from Poncha, Col., southwest to 
Silver Creek, 7's miles. The Maysville Branch is completed 
from Poncha to Maysville, 7 miles. Gauge, 3 ft. 

This isa total of 14! miles of new railroad, making 682 
miles reported thus far this year, against 887 miles at the 
corresponding period in 1880, 217 miles in 1879, 242 miles in 
1878, and 190 miles in 1577. 





Cotton RECEIPTS at the several seaports for the seven 
months of the crop-year ending with March were 5,090,626 
bales this year, against 4,495,062 last, showing an increase 
of 595,564 bales, or 1314 per cent., and a greater increase 
over all previous years. The gains have been chiefly at.Gal- 
veston, Savannah, Charleston and Norfolk, New Orleans 
having nearly the same receipts, and New York and Boston 
smaller ones. 

The percentage of the total original receipts arriving at 
each of the leading ports in the two years has been : 


1881. 1880. 
New Orleans....... a aieuarbistateiets Soars a stelereie daneetess bagi eee 26.9 30.5 
I ch i sack wetdanaeeeed Ceabnnatwhieeetice tus 15.8 15.6 
I a i Lia aa a ac ee had 12.4 11.3 
cia lm aiahipa kha eemenwns Ronen 11.8 9.7 
CNC c ui csncmecearhctivledhénencocemandeeued 11.3 9.5 
Recetas 1, he wam heddhrs saad Kiara thats 1 eine eae 7.0 7.8 
SES ciasicisSaeainininn 6, sa nadiscen:srcieminamen sins anions 3.8 3.3 
AS Tht ais emelcccstes coke ccSnbcwen” wacsedies 2.6 4.1 
Nek cs renin ke gable anabeh econ eeaaieebeaies 2.5 3.8 
Ws a scccccincetasse aes? «RAM OR Sabb eee 2.2 1.7 


Taking the ports by groups, the receipts are divided as 
follows: 


—~~-——--Bales.- ——_-—._ P. c. of total. 

1881. 1880. 1881. 1888. 

8 ee 2.340.272 2,146,795 45.6 47.7 
South Atlantic ports...........9,421,760 1,940,200 47.9 43.2 


North Atlantic ports... ....... 328,594 408,067 6.5 9.1 

In quantity the Gulf ports have gained 9 per cent. this 
year, and the South Atlantic ports 24.8 per cent., while the 
North Atlantic ports have lost 19.5 per cent. The South 
Atlantic ports thus stand at the head of the list as receivers, 
largely, doubtless, because of the increasing through ship_ 
ments from the Mississippi valley to Norfolk and ports 
further south. 

The receipts above are original receipts, not including 
the receipts at any port from another port. Great quan- 
tities are shipped from almost all the other ports to New 
York and Boston, and from Galveston and Mobile to New 
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Orleans ; but these ‘are credited only to the place where 
first received. This will explain why New York’s ex- 
ports are nearly three times as great as its receipts, and 


| Norfolk’s not half as great. The total exports for the seven 
structure is constructed by the state, more than $7,000,000 | 


months were 3,430,507 bales, against 2,910,530 last year— 
an increase of 525,977 bales, or 18 per cent. This year 34.6 
per cent. of the exports were from New Orleans, 13.8 from 
Savannah, 12.0 from Charleston, 10.5 from Galveston, 9.9 
from New York, and 8.3 from New York. 

Lonpon Coat REcEIPTS are partly by sea and partly by 
rail. One of the most productive coal districts lies close to 
the sea, on the east coast, which by rail is less than #00 
miles from London. The statistics of the coal receipts for 
eleven years show that in that period the rail receipts have 
ix creased greatly, it is true, but still not enough to prevent 
some increase in the receipts by sea. The situation is some- 
what like that of New York with respect to anthracite, ex- 
cept that the route for vessels to New York is very circuit- 
ous, and that to London is quite direct. But in both cases 
there must be some transportation by rail (or canal) before 
the vessels can get the coal, and the terminal expenses are 
probably as great asif the coal went through, while the 
large number of stations that the railroads have in London 
doubtless enables them to so distribute their coal in different 
parts of the city as to avoid much of the costly carting 
through the streets that is necessary for coal delivered by 
vessels, which may well be as costly as the whole cost of 
transpertation from tbe mine to the city station in some 
cases. In the eleven years from 1870 to 1880, the London 
receipts by rail increased 65 per cent., and its receipts by 
sea 24 per cent. In 1870 55.7 per cent. of the total receipts 
were by rail; in 1880 62.5 per cent. But this percentage by 
rail is the smallest since 1876. Since.1877, while receipts by 
sea have increased 17.2 per cent., the rail receipts have in- 
creased but 14 per cent. There has been no such change 
in the proportion delivered by rail as there has been in this 
country, for instance, in the proportion of grain delivered at 
the sea-board by rail since 1870, caused by the great reduc- 
tion in rail rates.. The London coal business is an immense 
traffic: in 1880 the total receipts were 9,515,000 tons, and 
in 1879 10,059,000 tons, which in weight is about four times 
as much as New York’s grain and flour receipts last year, 
One railroad (the Midland), delivered 2,000,000 tons there 
last year, another 1,436,000, and a third 1,053,000. A con- 
siderable proportion of the London receipts are exported—in 
1880 more than a quarter; but its consumption amouats to 
about 7,500,000 tons—say two tons per inhabitant. 





AN IstHMUs CANAL is advocated in this country chiefly as 
a shorter and cheaper route for the products of our Pacific 
coast to Europe. At least the only traffic considerable in 
bulk which this country can furnish to such a canal is the 
wheat product of Oregon and California, last year an 
enormous amount, nearly every bushel of which goes to 
market in sailing vessels around Cape Horn. It seems 
strange that the practicability of taking this by the Panama 
Railroad has not been more discussed. The cost of two trans- 
fers and a haul of not less than 50 miles should not, it would 
seem, be such a formidable obstacle. It is commonly esti- 
mated that the tolls by a canal across the isthmus 
would be two or three dollars a ton, and _ this 
amount ought to cover more than the cost of a rail 
transfer. Floating elevators could manage the transfers 
with much less costly harbcr improvements than would be 
required for the large vessels passing through the canal, and 
would perhaps be practicable without any considerable har- 
bor works, acting asthe lighters now do. In this country 
transfers of this kind are made between lakes Erie and On- 
tario, to lighten the loads of vessels passing through the Wel- 
land Canal, and this isdone in ccmpetition with the very 
low rates on the Erie Canal. While it would not pay the rail- 
road to take this traffic at rates aslow as the proposed canal 
tolls if it only got a cargo now and then, it might pay it well 
if it could thereby secure 10,000,000 to 20,000,000 bushels 
of grain a year—and this year the Pacific coast exports will 
exceed the latter amount. Two dollars a ton on this would in- 
crease the gross earnings of the Panama Railroad 70 per cent., 
and would be likely,it would seem, to justify not only the rate 
(much lower than the present average rateon that road), but 
the second track and large increase of equipment which it 
would require. If, however, the vessels would prefer the 
old route to the new one under these circumstances, because 
of the unfavorable navigation toand from the isthmus, then 
it is difficult to see how acanal would bring them that way. 





THE PANAMA RAILROAD reports for 1880 $2,277,674 as 
the gross income of its 47! miles of railroad, which is at the 
rate of $47,950 per mile of road—nearly as much as the 
average cost of railroads in this country. More than one- 
fourth of this income was from other sources than railroad 
transportation—$171,358 from interest and exchange, 
$166,667 from subsidy discount, and $149,487 from lighter- 
age. The earnings from transportation, however, were at 
the very satisfactory rate of $35,053 per mile. The work- 
ing expenses were but 39 per cent. of the earnings from 
transportation, and the net earnings were thus $1,014,630 
from 4714 miles of road, or $21,860 per mile. During the 
year 16 per cent. dividends were paid on the $7,000,000 of 
stock, but these very slightly exceeded the surplus net earn- 
ings of the year. 

Compared with the previous year there was an increase of 
3.8 per cent. in passenger earnings, but.a decreaseof 2.1 per 
cent. in freight earnings, and of 2.6 per cent. in the total 
earnings from transportation. Meanwhile there was an in- 
crease of no less than 28 percent. in the working expenses, 
so that the net earnings from transportation fell from 
$1,202,142 to $1,014,630, or nearly one-sixth, though the 
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dividends were increased from 13 to 16 percent. But in 
1879 the receipts from lighterage, etc., were $246,500 less, 
and in that year the surplus was increased $611,000, while 
in 1880 it was decreased $18,000. The report does not give 
the amount of traffic in the year, but it is reasonable to sup- 
pose that it has been somewhat decreased by the war be- 
tween Peru and Chili, a very large portion of the traffic of 
the road being the commerce of the west coast of South 
America, and comparatively a small part that between the 
Atlantic and Pacific coasts of the United States. A very 
small part of this road’s earnings are from passengers (last 
year less than 9 per cent.). 


wilt 








BRITISH RAILROAD RATES are to be investigated by a 
select committee of the House of Commons, to the composi- 
tion of which we especially wish to call attention.. There 
are 27 members, and among them the following, at once re- 
cognizable even on this side of the Atlantic as belonging to 
railroad chairmen (equivalent to our presidents) of the first 
rank, namely, Sir Henry Tyler (Grand Trunk), Sir Daniel 
Gooch (Great Western), Sir Edward Watkin (Metropolitan 
and two other companies). Four of the other members are 
railroad directors, of whom there is alwaysa very large num- 
ber in the British Parliament. The President of the Board 
of Trade stated that one member of the committee (the 
chairman) represented the Board of Trade, two the legal 
profession, four agricultural interests, five the coal and iron 
industries, six manufactures and commerce, seven the rail- 
road interest, and one he was unable to classify; at the same 
time he nominated four new members (making the 27), 
one representing the coal trade, two agriculture and one 
commerce. How much more fruitful an investigation 
may be when some of the investigators are familiar with 
the subject, and know how to bring cut their side of it, it is 
not necessary to point out. An investigation of this kind 
should bring out all the facts. As for this particular inves- 
tigation, its result will be interesting the world over, for the 
reason that it is not possible to ascertain from any report or 
documents what are the freight rates actually charged in 
Great Britain, while as for average rates, they will be be- 
yond the reach of the committee even until the English 
roads preserve statistics of passenger and tonnage mileage, 
which the law does not now require them to do, and which 
we have never seen published for any British railroad. The 
first witness examined by the new committee was a lawyer 
who had been retained by the Farmer’s Alliance, i 


THE SUDDEN GROWTH OF WESTERN FLOUR MANUFACTURE 
is strikingly shown by the March receipts at Chicago and 
Milwaukee. which we publish elsewhere. Owing to the 
snow blockade the total receipts of grain at these markets 
were exceptionally small last March, but their flour receipts 
were much larger than in any previous March, If we re- 
duce flour to wheat on the basis of 4!; bushels per barrel, 
we find that the receipts of 1880 compare as follows with 
those of 1881: 


— ——-Chicago. _ -~—-Milwaukee.-—— 
Q 1 1880. 1881. 





1880 881. 
Wheat..... 1,070,514 629,671 372,608 451.820 
Flour........ 1,267,956 2.326518 814.297 1,016,729 
Total....... 2,338,470 2,956,189 1,386,905 1,468,549 
P.c-of flour... 54.2 78.7 38.7 89.3 


Taking the two markets together, out of total receipts of 
3,725,375 bushels of. grain and its equivalent in flour in 
March, 1880, 2,082,253 bushels, or 56!, per cent., were in 
the form of flour; while this year out of a total of 4,424,738 
bushels, no less than 3,343,247, or more than 75 per cent,., 
were flour. Further, it should be said that until this year, 
though wheat receipts have often increased largely, flour 
receipts have not. The change must be borne in mind in aly 
studies of the grain movement, and especially of the wheat 
movement. Thus, though the reports show a decrease of 40 
per cent. at Chicago in its March receipts, in the equivalent 
breadstuff (flour and wheat together) there was an increase 
of more than one-fourth this year. Though the freight earn- 
ings from fiour are 26 per cent. less than thcse from the 
equivalent wheat, still the freight on the flour and wheat 
together was larger to both places in March this year than 
last. 





EAST-BOUND RATES were reduced April 1 on the classes 
including grain and provisions, making the grain rate 30 
cents per 100 Ibs. from Chicago to New York, with the usual 
differences from other points and to other seaports. The 
35-cent rate had been in force since Nov. 22. The winter 
tariff was made unusually late and lasted to an unusually 
late period. In 1879 the rate was made 35 cents Oct. 13 
and 40 Nov. 10, and was reduced to 35 March 1, 1880, and 
to 30 only on April 14—eleven days after ravigation 
opened. Prices of grain have been lower this year, anda 
lower basis seemed necessary. The reduction from 35 to 30 
is made a month before the expected opening of navigation, 
as that from 40 to 35 was made last year. Whether it will 
be necessary to make another reduction after navigation 
opens, as was done last year, remains to be seen. But it 
now seems more likely than it did some weeks ago 
that it will be possible to maintain the summer rate at 30 
(as was done throughout the season last year), at least until 
after harvest. The obstructions to traffic have prevented 
the large March movement that was naturally expected, and 
will cause an accumulation of grain when navigation opens 
that may keep lake rates at a high level, and the vessels 
now are asking more than last year’s opening rates. Then 
the lateness of the opening will reduce the aggregate carry 
ing capacity of the vessels for the season; they will have 
one-eighth less time to carry in than they had last year. 

It is impossible to guess what rates may be after harvest 
until we can make some estimate of what the crops will be 





and what demand there will be for them abroad. 
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THE PETROLEUM Exports from all United States ports in 
January were 18,458,954 gallons this year, against 38,252,- 
454 in 1880—a decrease of 52 percent. Of the total this 
year, noless than 89 per cent. was from New York, 7.3 
from Philadelphia, and nearly 3 per cent. from Boston. Bal- 
timore’s exports were a mere trifle (52,500 gallons); so it, 
which a few years ago exported millions of gallons and con- 
tested the second place with Philadelphia, may be said to 
have abandoned the business. 





Passenger Station on the New Yark & New England 
Railroad. 





The full page colored engraving, with this number, repre- 
sents a very neat passenger station which has been built 
lately at East Douglas, Mass. The illustrations require no 
further description. They show the color as well as the 
form of the building. This, as our readers well know, is the 
first illustration of the kind that has appeared in the pages 
of the Railroad Gazette. It isin a measure an experi- 
ment, the success of which will probably lead us to repeat it 
in future. 

We regret that we are unable to give the name of the 
designer of this building. It was built under the 
supervision of Mr. J. C. Rawn, Engineer of Road, Bridges 
and Buildings of the above line, to whom we are indebted 
for the drawings from which the illustrations were made. 


®Oeneral Bailroad Wlews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: ; : 

Delaware & Hudson Canal, amiual meeting, at the office 
in New York, May 10, at noon. Transfer-bovks close April 
16. 

Chicago, Burlington & Quincy, adjourned special meeting, 
at the office in Chicago, May 4. 

Railroad Conventions. 

The General Time Convention will met at the Grand Pi- | 
cific Hotel, Chicago, April 13. ; 

The Southern Time Convention will meet at the rooms of 
the Official Railway Guide, No. 46 Bond street, New York, 
April 20, : ‘ 

The Railway Purchasing Agents’ Association will hold its 
annual convention in St. Louis, May 17. 


Dividends. 

Dividends have been declared as follows : 
* Pittsburgh, Ft. Wayne & Chicago, 154 per cent., quar- 
terly, on special stock, payable April 1; 184 per cent., quar- 
terly, on regular stock, payable April 5. 

Nashua & Rochester (leased to Worcester & Nashua), 1}4 
per cent., semi-annual, payable April 1. 

National Car Co., 24% per cent., quarterly, payable 
April 1. 

yon City & Pacific, 3's per cent., semi-annual, on the 
preferred stock, payable April 5. : 

Vermont & Mussachusetts (leased to Fitchburg), 3 per 
cent., semi-annual, payable April 7. 

Foreclosure Sales. 

The Spartanburg & Asheville road was sold April 4 under 
a decree of foreclosure granted by the United States Circuit 
Court, and bought for $111,000 by Joseph Walker, who 
represents the committee of bondholders. A bid of $100,000 
was made for the holders of liens subordinate to_ the 
mortgage, and one of $110,000 by Dr. R. M. Smith. It is 
understood that the purchasers are ready to turn over the 
roperty to the Spartanburg, Union & Columbia Company. 
The road is completed from Spartanburg, S. C., to Hender- 
sonville, N. C., 48 miles, and partly graded from Hender- 
sonville to Asheville, 20 miles. The bonded debt was $400,- 
00U by the latest report. : 

The Texas Western road was sold in Houston, Tex., April 
5, under a decree obtained by the Farmers’ Loan & Trust 
Company of New York. It was sold for $100,000 to at- 
torneys for Messrs. Stone, Spofford and Chew. The road 
runs from Houston to Pattison, 41 miles, and is of 3 ft. 
gauge. It is understood that the new owners will change it 
to standard gauge and extend it westward, 


The Master Mechanics’ Association. 

The following notice has been issued by Mr. J. H. Setchel, 
Secretary of this Association: ‘‘ It has been thought by the 
General Supervisory Committee that it will be exceedingly 
difficult for members from the South and West to leave their 
very arduous duties, occasioned by the past severe winter, 
at so early a period in the monthas will be necessary for 
them to reach Providence, R. I., in time to attend the annual 
meeting on May 10. The meeting has therefore been post- 
poned until Tuesday, June 14, at which time all master me- 
chanics of the United States and Canada are cordially in- 
vited to attend.” 


Western Association General Passenger & Ticket 
Agents. 

The following circular has just been issued by Mr. George 
H. Daniels, Secretary of the Association: 

In accordance with the constitution, and at the request of 
fifteen members, I hereby call a special meeting of this asso- 
ciation, to be held at the Grand Pacific Hotel, Chicago, 
Thursday, April 14, 1881, at 11 o’clock a. m., for the pur- 
pose of considering the following questions: 

1. The following circular issued by the Eastern trunk 
lines to their ugents: 

‘At a meeting of the executive officers of the Grand 
Trunk, Vermont Central, Boston & Albany, New York Cen- 
tral & Hudson River, New York, Lake Erie & Western, 
Pennsylvania, and Baltimore & Ohio Railroad Companies, 
held in New York March 11, 1881, it was 

“ Agreed that, from April 1, 1881, the issue of emigrant 
tickets be confined exclusively to the seaports of Montreal, 
Quebec, Halifax, Portland, Boston, New York, Philadel- 
phia and Baltimore—emigrant tickets after that date being 
intended for European emigrants only, and to be accepted 
for passage only on emigrant trains on the trunk lines, and 
limited to a continuous journey which shall not be longer, 
except by one day, than the time of first or second-class 
tickets. All emigrant tickets or orders will from that date 
be withdrawn entirely from the interior territory east of the 
western termini of the trunk lines; and at the seaports 
above-named they will be issued only from specified offices. 

** Also agreed, that second-class tickets and rates for the 
low- e seaboard and interior travel be adopted from 
April 1 prox.; such tickets to be restricted to continuous 





passage, and to be used within a reasonable number of days 





from date of purchase, and to be valid fur passage only in 
the lowest grade cars of express trains. 

‘*In accordance with above agreement, you will, at the 
close of this month, — return to this office, by express, 
all emigrant or third-class tickets or orders of this company 
that you may have on hand, forwarding a statement of same 
by train or mail. 

‘* Limited second-class tickets (or orders for same) will be 


supplied you in time to a them on sale—lst prox.—and 
rates and time limits will ve quoted in tariffs taking effect 
same date.” 


2. The following resolutions adopted by the National As- 
sociation of General Passenger and Ticket Agents, at New 
York, March 10, 1881 : 

“* Resolved, That for all lines not furnishing different or 
separate accommodations for second and third-class passen- 
gers there shall hereafter be but two classes of coupon tickets 
used from interior points—viz., first and second-class.” 

In view of the fact that these questions are of great im- 
portance to almost every line in this Association, and that 
their intelligent settlement cannot be effected without the 
co-operation of all the more prominent lines, it is hoped that 
every member will either be present in person or send a 
representative. 


ELECTIONS AN APPOINTMENTS. 
American Steamship Co.—At the annual meeting in Phil- 
adelphia, — 4, the following were chosen : resident, 
Henry D. Welsh ; directors, George N. Allen, Henry C. 
Butcher, D. B. Cummins, J. N. DuBarry, Strickland Kneass, 
Joseph W. Lewis, George B. Roberts, N. Parker Shortridge, 
John Price Wetherill, Wm. D. Winsor. 


Baltimore & Ohio.—Mr. 8. Spencer, Assistant to the 
President, will have temporary charge of the Trans-Ohio 
lines until a successor to Mr. C.H. Hudson is appointed. 
Mr. Spencer is a young man of great promise and a thorough 
student of railroad administration. 


Boulder & Denver Air Line.—The directors of this new 
company are: Junius Berkley, Charles G. Buckingham, 
Lewis Cheney, Charles Dabney, John A. Ellett, J. Stein- 
berg, Hiram E. Washburn. Office at Boulder, Colorado. 


Central Iowa.—This road is to be divided into two divi- 
sions with Marshalltown as the dividing point. Mr. P. G. 
Francisco, late of the Rock Island road, will be Superinten- 
dent of the Southern Division, and Mr. M. Burnett of the 
Northern Division. 


Chicago d& Alton.—At the annual meeting in Chicago, 
April 4, the following directors, one-third of the poard, were 
chosen for three years: John F. Slater, Norwich, Conn. ; 
George Straut, Peoria, [ll.; James C. McMullin, Chicago. 
The only change is the election of Mr. M:Mu lin, General 
—— of the road, in place of John A. Stewart, of New 

ork. 


Chicago, Burlington & Quincy.—The names of the direc- 
tors chosen last week are: C. E. Perkins, Burlington, Ia. ; 
Edward Bangs, Wirt Dexter, Chicago; Sidney Bartlett, T. 
Jefferson Coolidge, Wm Endicott, Jr., J. M. Forbes, J. L. 
Gardover, Jr., Charles J. Paine, Boston; John N. A. Gris- 
wold, Newport, R. I.; Peter Geddes, New York. As noted 
Jast week, the only new director is Mr. Dexter, who succeeds 
J. M. Walker, deceased. 


Chicago, Milwaukee & St. Paul.—The following circular 
is dated Milwaukee, March 31: 

“Mr. J. H. Jenkins has been appointed Superintendent of 
the Dubuque Division, in place of Mr. F. O. Wyatt, re- 
signed. ; 

‘From this date that portion of the Dubuque Division 
south of Sabula will be attached to the Southwestern Divi- 
sion, and employés thereon will report to D. A. Olin, Super- 
intendent, Racine. 

‘** Employés of the Wisconsin Valley Division will hereafter 
report to H. C. Atkins, Superintendent, Milwaukee.” 

he following circular has been issued by the new superin- 
tendent of the Dubuque Division: ‘‘Mr. Frank Adams has 
been appointed Road-Master of this division. The construc- 
tion and repairs of the tracks, bridges and buildings are 
placed under his immediate control. All matters pertaining 
thereto must be referred to him, and all employés, in these 
departments, will report to and receive instructions from the 
Road-Master.” 


Chicago, St. Paul, Minneapolis d& Omaha.—Mr. Henry A. 

Gray is appointed Assistant Auditor of this line, with head- 
uarters at St. Paul. This appointment to date from April 
. 1881. 


Cincinnati, Georgetown & Por!smouth.—At the annual 
meeting, March 26, the following directors were chosen: 
H. Brachmann, W. E. Brachmann, Joseph Clare, B. Kline, 
Andrew Pfirrman. The board elected H. Brachmann Presi- 
dent; Andrew Pfirrman, Vice-President; H. Simmons, Sec- 
retary; W. E. Brachmann, Treasurer. 


Denver & Rio Grande.—Mr. George W. Ristine has been 
lately appointed Assistant to the President. He has been for 
some time Manager of the Empire Line. 


East Tennessee, Virginia d& Georgia.—Capt. Norman 
Webb has been appointed Master of Transportation of the 
Selma Division, in place of J. H. Garner, resigned. 


Humeston & Shenandoah.—The officers of this new com- 
ed are: President, James F. How; Secretary and General 
anager, F. O. Wyatt; Treasurer, W. W. Baidwin. 


Indiana Coal & Railway.—The directors of this new com- 
pany are: George W. Stanton, I. N..Hudson, Charles Thies, 

. F. Clark, Arihur Holmes, C. P. Chapman, A. D, Mellick. 
Office in Terre Haute, Ind. 


International & Great Northern.—At the annual meeting 
in Palestine, April 4, the following directors were chosen: 
R. 8. Hayes, HM. Hoxie, D. S. H. Smith, Palestine, Tex. ; 
James A. Baker, F. A. Rice, Houston, Tex.; Jay Gould, S. 
W. Pearsall, Wm. Walter Phelps, Samuel Sloan, New York. 
The board re-elected R. S. Hayes, President; S. W. Pearsall, 
First Vice-President; H. M. Hoxie, Second Vice-President 
and General Superintendent; D. 8S. H. Smith, Secretary and 
Treasurer. 


Junction Railroad.—At the annual meeting in Philadel- 
we April 4, the following were chusen: President, Isaac 

inckley; directors, ‘S. Tilton, Franklin b. Gowen, 
Henry M. Phillips, George B. Roberts; Secretary, John C. 
Sims, Jr.; Treasurer, W. H. Frailey. 


Kankakee & Seneca.—The officers of this new compan 
are: President, T. P. Bonfield; Secretary, T. E. Bonfield. 
Office at Kankakee, Ill. 


Littleton & Franconia.—This company has been organ- 
ized with the following officers: President, Cyrus Eastman; 
directors, Samuel N. Bell, J. A. Dodge, Charles H. Greenleaf, 
Eleazur B. Parker, George B. Redington, Henry L. Tilton; 
Clerk, E. C. Stevens; Treasurer, Henry L. Tilton. 


Louisville, Cincinnati & Lexington.—The following circu- 





lar from General Superintendent Wm. Mab] is dated Louis- 
ville, Ky., April 1: 

‘The maintenance of the permanent way of the lines 
owned and leased by this company will hereafter be in 
charge of the tollowing officers: 

‘** A General Road-Master, who shall have charge of the 
maintenance of the completed roadway, the construction of 
sidings, and other new work on the line under his charge. 

‘* A Supervisor of Bridges and Buildings, who shall be in 
charge of the maintenance of. the bridges and depots, water- 
stations and other buildings, and the erection of any new 
structures on the Jine under his charge. 

* The office of Engineer of Maintenance of Way is abol- 
ished, and the following appointments are made in accordance 
with the above, to take effect this day: Geo, C. McMichael, 
General Road- Master; Jas. M. Hall, Supervisor Bridges and 
Buildings.” 


Massachusetts Railway Commission.—Mr. Frederick E. 
Jones has been appointed Supervisor of Railroad Accounts 
to this Commission, .in pluce of J. H. Goo tspeed, resigned. 
Mr. Jones has been in the Auditor’s office of the New York 
& New England. 


Mexican Central.—At the annual meeting in Boston, 
April 4, the following directors were cbhoren: Thomas 
Dana, William Rotch, Wasren Sawyer, Royal M. Pulsifer, 
Isaac T. Burr, Thomas Nickerson, Charles J. Paine, Fred L. 
Ames, Boston: William O. Naylor, Theodore Nickerson, 
Levi C. Wade, George B. Wilbur, Benjamin P. Cheney, 
Rudolph Fink, Sebastian Camacho. Ramon C. Guzman, of 
Mexico; Rubert R. Symon, New York. Executive Com 
mittee. Thomas Nickerson, Thomas Dana, Fred L. Ames, 
Isaac T. Burr, Warren Sawyer, Royal M. Pulsifer, William 
= ~— Theodore Nickerson, Levi C. Wade, George B. 
Vilbur. 


Midland, of New Jersey.—At the annual meeting in Jer- 
sey City, March 31, the following directers were chosen : 
Charles Siedler, Jersey City, N. J.: W.S. Dunn, Elizabeth, 
N. J.; F. A. Potts, Flemington, N. J.: G. A. Hobart, Jacob 
Rogers, Paterson, N. J. ; Simon Borg, R. K. Dow, Walter 
S. Gurnee, A. L. Lee. Henry Marks, C. Minzesheimer, T. E. 
Peck, Henry Sanford, New York. Messrs Potts, Hobart, 
Rogers, Borg and Marks are the old directors remaining in 
the new board, the rest being new men. The board elected 
Walter 8S. Gurnee Pres'dent :G. A. Hobart, Vice-President : 
Wm. O. McDowell, Secretary ; A. L. Lee, Treasurer. 


New England Railway Publishing Co.—Mr. G. A. Schaffer 
having resigned his posicion as Manager and Treasurer of tbis 
company, Mr. N. E. Weeks is appointed his successor. All 
communications pertaining to the business of the company 
should be addressed to Mr. Weeks, and checks drawn to his 
order. 


New London Northern.- The board has elected Robert 
Coit President, in place of Dr. Charles Osgood, deceased. 


New York, Ontariv & Western-— Mr. 8. C. Anderson has 
been appointed General Freight and Passenger Agent, with 
office in Middletown, N. Y. He was formerly General 
Freight and Passenger Agent of the New Jersey Midland. 


Northern Pacific.—Ger. Herman Haupt has been ap- 
pointed General Manager, in place of H. E. Sargeant, re- 
signed. Ger. Haupt is one of the oldest and best known 
engineers in this country. He graduated from West Point 
some 45 years ago and, after serving as Assistant State En- 
gineer of Pennsylvania and as Professor in a Pennsylvania 
college, he was Chief Engineer and afterward Superinten- 
dent of the Philadelphia & Columbia road, now part of the 
Pennsylvania. He was afterward connected with the 
Hoosac Tunnel, and during the war was in charge of govern- 
ment railroads. 


Panama,—At the annual meeting in New York, April 4, 
the old board was re-elected, as follows: W. B. Dinsmore, C* 
G. Francklyn, George Garr, D. A. Hoyt, C. D. Leverick, J. 
G. McCullough, Thomas Maddock, J. R. Marshall, Chris? 
topher Meyer, D. O. Mills, Joseph Ogden, Trenor W. Park, 
8S. ¢. Thompson. 


Pennsylrania.—Mr. George M. Ball has been appointed 
Manager of the Empire Line, owned by this company, in 
lace of George W. Ristine, resigned. Mr. George W. Cross 
is appointed General Freight Agent and Western Superin- 
tendent of the line. 


Pennsylvania Company.—Tbe following circular has been 
issued, bearing date April 1 : 

“The following appointments have been made for this 
company, to take effect from date: 

** Henrv Monett, Chief Assistant General Passenger Agent, 
Pittsburgh. 

“C. W. Adams, Assistant General Passenger Agent, Chi- 
cago. 

“ Assistant General Passenger Agents will report direct to 
the General Passenger and Ticket Agent at Pittsburgh. 

“Henry Monett, Chif Assistant General Passenger 
Agent, Pittsburgh, will have immediate control of all clerks 
in the general passenger and ticket office, and they will re- 

ort to him for instructions. He has authority to conduct 
ocal and general correspondence; issue instructiors to all 
subordinates in regard to passenger rates, tickets,and the 
various matters pertaining to passenger business, using the 
signature of the General Passenger and Ticket Agent, or his 
own, as circumstances may seem to require. No one but 
Mr. Monett will be allowed to sign the name of the General 
Passenger and Ticket Agent to any document whatever, ex- 
cept upon special authority. When the General Passenger 
and Ticket Agent is absent from Pittsburgh, Mr. Monett will 
represent and act for him. 

“CC. W. Adams, Assistant General Passenger Agent, Chi 
cago, will have immediate charge of the various matters 
pertaining to. passenger business West and Northwest of 
Chicago and Fort Wayne, and al! territory tributary to this 
Company’s lines via Chicago or via Fort Wayne. 

‘* All local or traveling passenger agents, on duty at Chi- 
cago or in the district above des:ribed, will report to Mr. 
Adams. 

* Any local or traveling passenger agent so located as not 
to be included in the above district, will, until further 
notice, report direct to the General Passenger and Ticket 
Agent. 

‘* All passenger agents now in the employ of this company 
will please continue their duties as usual, until further 
notice, except in the matter of reporting for instructions as 
above mentioned.” 


Philadelphia, Wilmington & Baltimore.—Mr. Alphonse 
Feldpauche has been appointed Chief Engineer, in place of 
8. T. Fuller, resigned. He has been in charge of the Junction 
Railroad in Philadelphia for some time. 


Pittsburgh, Cincinnati & St. Louis.—Mr. W. L. O’Brien, 
recently relieved by Mr. E. A. Ford as General Passenger 
Agent, has been appointed General Agent, with office in 
Cincinnati. 

The fo lowing circular is dated April 1: ‘‘ The following 
appointments have been made for this company, to take ef- 
fect from date: Henry Monett, Chief Assistant General 
Passenger Agent, Pittsburgh; C. C. Cobb, Assistant General 
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Passen Agent, Cincinnati; C. W. Adams, Assistant 
General Passenger Agent, Chicago. - 

“ Assistant General Passenger Agents will report direct to 
the General Passenger and Ticket Ageut at Pittsburgh. 

‘Henry Monett, Chief Assistant General Passenger Agent, 
Pittsburgh, will have immediate control of all clerks in the 

neral nger and ticket office, and they will report to 

im for instructions. He has authority to conduct local and 
oo correspondence, issue instructions to all subordinates 
n —— to passenger rates, tickets and the various matters 
a ning to passenger business, using the signaturs of the 
neral Passenger and Ticket Agent, or bis own, as circum- 
stances may seem to require. No one but Mr. Monett will 
be allowed to sign the name of the General Passenger and 
Ticket Agent to - document whatever, except upon 
special authority. hen the General Passenger and Ticket 
Agent is absent from Pittsburgh, Mr. Monett will represent 
and act for him. 

“C. W. Adams, Assistant Generai Passenger Agent, Chi- 
cago, will have immediate charge of the various matters 
ee to —— business west and northwest of 

icago, including Chicago and Logansport, and all territory 

tributary to this company’s line via Chicago or via Logans- 

pent, —— the business controlled by the agent of the 
hicago, Cincinnati, Indianapolis and Louisville pools. 

i loval or traveling passenger agents on duty at 
Chicago, or in the district above described, will report to 
Mr. Adams. 

“C. C. Cobb, Assistant General Passenger Agent, Cincin- 
nati, will have immediate charge of the various matters 
pertaining to passenger business south of the Obio and east 
of the Mississippi Rivers (including Texas), and in the terri- 
tory east of Indianapolis, south of Logansport and west of 
Newcomerstown, including the cities of Cincinnati, Colum- 
bus, Dayton and Indianapolis. 

‘* All local or traveling passenger agents on duty at points 
named above or within the district des:ribed will report to 
Mr. Cobb. 

“* Any local or traveling passenger agent so located as not 
to be included in either of the above districts, wiil, until 
further notice, report direct to the General Passenger and 
Ticket Agent. 

‘* All passenger agents now in the employ of this company 
will please continue their duties as usual until further notice, 
Sa matter of reporting for instructions as above 


Sonora.—At the annual meeting in Boston, April 6, the 
following directors were chosen: oo P. Cheney. U. C. 
Burr, Thomas Nickerson, Charles W. Pierce, Levi C. Wade, 
George B Wilbur, Boston; Arthur Sewa'l, Bath, Me.; N. K. 
Fairbank, Chicago; A. B. Lowrie, Willi+m J. Koth, Robert 
R. Symon, New York ; Sebastian Camacho, David Fergueson, 
Mexico. The board elected Thomas Nickerson President; 
Levi C. Wade, First Vice-President and General Solicitor: 
Robert R. Symon, Second Vice-President; S. W. Reynolds, 
Clerk and Treasurer; J. H. Goodspeed, Auditor; D. B. Rob- 
inson, General Manager. ‘ 


Southwestern Railway Association.—The following circu- 
lar from Commissioner J. W. Midgley is dated April 1: 

“From and after this date, po until otherwise advised, 
the routine affairs of the association in the Southwest will be 
intrusted to Mr. C. C. Church. He will, under the title of 
Chief Clerk, have charge of the office; will continue the 
daily reports; will give direction as to the diversion of ton- 
nage, and will-have authority to call for information or ex- 
amine the books and papers of all roads in the association. 

“Matters pertaining to interchange of traffic with con- 
necting roads, or negotiations for the same, will be referred 
to this office,” 


Terre Haute d& Merom.—The directors of this new com- 

any are: Henry T. Harper, Thomas J. Cushman, Henry 

. Shideler, David W. Larr, George W. Hanchett, William 
M. Johnson, William E. Ward. Office at Merom, Sullivan 
County, Ind. 





PERSONAL. 

—Mr. J. C. McMullin, General Manager of the Chicago & 
Alton, who is now in Florida for the benefit of his health, is 
rapidly recovering, and expects to return to Chicago about 
the end of this month. 

—Mr. J. W. Bishop has resigned his position as General 
Manager of the Chicago, St. Paul, Minneapolis & Omaha, 
and will take a share in the extensive contracting firm of 
Langdon & Co., which will hereafter be Langdon & Bishop. 

—Mr. J. H. Garner, Master of Transportation of the 
Selma Division of the East Tennessee, Virginia & Georgia, 
has resigned to accept the position of Superintendent of 
Transportation of the Mexican Central, with office in the 
city of Mexico. 

—Mr. Isaac N. Ross, a director and formerly Superinten- 
dent of the Boston, Barre & Gardner road, diel last week at 
his residence in Holder. Mass. By direction of Mr. Ross his 
body was taken to Washington, Pa., and burned in the 
crematory there. 

—Mr. Hocum Hosford, who has been Manager of the Bos- 
ton & Lowell road for several years past, since the retire- 
ment of Mr. George Stark, died in Lowell, Mass., April 3, 
after a lingering illness, aged 57 years. He was formerly for 
several years Mayor of Lowell. 

—Mr. Wm. McCammon, who died in Albany, N. Y., April 
8, aged 70 years, was an old engineer. He was employed on 
many public works, at one time was Resident Engineer on 
the Erie Canal, and was one of the founders of the Rensse- 
laer Iron Works in Troy. 


—Mr. Thomas A. Scott has added to his gifts to educa- 
tional and charitable institutions recently noted, by giving 
$50,000 to a Southern college, understood to be the Wash- 
— and Lee University at Lexington, Va. The money 

1 probably be used to endow a professorship. 

—Mr. C. H. Hudson, for some —— past Superintendent 
of the Trans-Ohio lines of the Baltimore & Ohio, and a 
thoroughly educated and trained railroad man, resigned that 
position on April 1. His resignation was tendered some time 
_ Mr. Hudson will be engaged at Peoria, IIl., for a short 

ime. 

—Mr. J. H. Goodspeed, who for several years past has 
acceptably filled the ition of Supervisor of Railroad 
Accounts in the office of the Massachusetts Board of Rail- 
road Commissioners, has resigned and accepted a similar 

ition with the group of railroads comprising the Mexican 
mtral, Sonora, California Southern, and Atlantic & 
Pacific railroads. 

—Mr. F. R. Myers, who left the service of the Pennsyl- 

vania Company on the Ist inst., had been General Passenger 





_ and Ticket Agent of the Fort Wayne road since 1864, and 


in railroad service since 1852, and was known throughout 
the country as an earnest, faithful and intelligent officer. 
He intends to sail for Europe in a few weeks, to spend some 
time abroad with his family. 

—Mr. H. C. Francis, for some time past Assistant Superin- 
tendent of the Rogers Locomotive Works, and in full eum 
of the werks since Mr.SW. S. Hudson’s illness last fall, has 





‘and feeble corporation to its present magnitude, to Mr. 


resigned that position, and will take charge of the manu- 
facturing department of the United States Electric Lighting 
Com:any. His headquarters will be at the Equitable 
Building, No. 120 Broadway, New York. 


—Mr. 8S. T. Fuller, who nas just resigned his position as 
Chief Engineer of the Philadelphia, Wilmington & Balti- 
more to take charge of a road in Texas, was entertained at 
supper in Wilmington, Del., April1,. by the Supervisors of 
the road. In the course ofthe evening Mr. Fuller was pre- 
sented with a valuable silver service and a set of complimen- 
tary resolutions. Mr. Fuller started for Texas on April 2. 


—Mr. H. A. Gray having resigned his position as General 
Book-keeper in the Treasury Department of the Chicago & 
Northwestern to become Assistant Auditor of the Chicago, 
St. Paul, Minneapolis & Omaha, his associates on the North- 
western presented him on March 31 with a handsome silver 
set. The presentation was a very pleasant affair. Mr. 
sl has been one of Mr. Kirkman’s most trusted subordi- 
nates. 


—At the annual meeting of the Chicago, Burlington & 
Quiucy, last week, the following action in regard to the 
death of J. M. Walker was taken: 

‘The stockholders of the Chicago, Burlington & Quincy 
Railroad Company, desiring to embody in permanent form 
their — appreciation of the services and character of 
James M. Walker, do hereby direct that the following 
resolutions be entered upon their records : 

‘“* First—That they recognize in Mr. Walker a man whose 
high character was a perpetual assurance that the interests 
confided to his charge would be administered with fidelity 
and honor. 

** Second—That among those who have aided in their sev- 
eral ways, to the growth of this company from a struggling 


Walker, perhaps as much as to any other, from his length of 
service, his high appreciation of the sacredness of delegated 
trusts, and his happy faculty of the managemeut of affairs, 
belongs the credit of such extended growth and usefulness. 
“* Third—That while Mr. Walker has passed from us in 
the usefulness of his powers, and when we might have 
hoped for him years of honored ease as a crown of his labo- 
rious life, yet recognizing that life is not measured alone by 
length of days we feel that in successes achieved and in re- 
sults accomplished his work has been one of conspicuous 
fidelity and value, and that he has entered into his rest leav- 
ing a record worthy of the most studious imitation.” 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods have been reported as follows: 
Three months ending — 31; 
1881. 


1880. Ine. or Dec. P.c. 
Chi., Mil. & St. Paul ..$2,591,000 $2,403,721 I. $187,279 7.8 
023,650 421,345 


Denver & R.G.... .... 1, 345 I. 602,305 143.4 
Houston & Tex. Cent.. 1,010.552 829.578 I. 180,974 21.8 
In:..& Gt. No.... ....-. 618,055 417,349 JT, 200,706 48.1 
Louisville & Nash.... . 2,562,149 1,852,915 I. 708,234 38.2 
Mobile & Ohio......... 685,994 622,511 I. 63.483 10.2 
Northern Pacific....... 337,661 278,007 I. 59,654 21.5 
St. L., Iron Mt & So... 1,823,749 1,497,739 I. 326,010 21.7 
St. L. & San Fran..... 652.628 592,783 I. 59,845 10.1 


Two months ending Feb. 28: 
N.Y. & N. England... $363,365 $314,139 I. $49,226 15.7 
Net earnings..... GE: “ksvannacs . me. 
Month of February: 
M..3:..e England.. $173,615 $149,908 I. 23,707 15.8 


Net earnings..... DT ixceeszanss’ pbewdpetnoae rey 
South Carolina......... 129,840 115,064 I. 14,776 12.6 


Month of March: 


Chi., Mil. & St. Paul.. $917,000 $900,674 I. $16.326 1.8 
‘Denver & R.G.. ..... 398,493 168.161 I. 230,332 137.1 
Houston & Tex. Cent. 325,209 237,745 I 87,464 368 
Int. EGS. No... wc. 5,969 117,592 I. 108,577 91.8 
Louisville & Nash..... 950,649 604,425 I. 346,224 57.3 
Mobile & Ohio ........ 226.398 168.301 I 58,097 34.5 
Northern Pacific ...... 143,835 119,358 I 24,477 20.6 
St. L., I. M. & So..... 692,000 451.560 I. 249,440 53.2 
St. L. & San Fran..... 261,959 197,444 I 64,515 32.7 
Third week in March: 
Gal.. Har. & San An- 
ee ree $23,589 $23,410 I. $17 0.8 
Week ending March 25: 
Great Western........ $110,787 $106,546 I. $4,241 3.9 
Week ending March 36: 
Chi. & Gd. Trunk..... $31,360 $29,646 I. $1,714 5.8 
Grand Trunk.......... 217,488 209,882 I. 7,606 3.6 


Coal Movement. 


Coal tonnages for the week ending March 26 are reported 
as follows: 


1881. 1880. Ine. or Dec. P.c. 
Anthracite............... 365,616 360,419 I. 5,197 1.4 
Semi-bituminous ........ 100,217 13,190 I. 87.027 659.3 


Bituminous, Penna...... 54,444 59,777 D. 5,333 &.9 
Coke, Penna..........- . 50,432 43,234 IL. . %,ie6 16.9 
Anthracite trade is very dull, buyers generally holding off 
for lower prices as they can do now, the demand being less 
pressing. Semi-bituminous coals are active with the opening 
of navigation and the shipments generally are large. In the 
corresponding week last year Cumberland and Clearfield 
production was stopped by strikes. 
The anthracite coal tonnage of the Belvidere Division 
Pennsylvania Railroad for three months ending April 2 was : 
; 1881. 1880. Inc. or Dec. P.c. 
Coal Port for shipment....... 1,075 1,406 D. 331 2 
South Amboy for shipment. .150,53 94,712 I. 55,820 5 
198,190 117,929 I. $0,261 


Ow 
DODD 





Local points on N. J. lines.... 68 
Co.’s use on N. J. lines....... 27,767 25.800 I. 1,967 7. 
Bass cseactsiveceten 377,564 239,847 I. 137,717 57.3 


Of the total this year 307,269 tons were from the Lehigh, 
and 70,295 tons from the Wyoming Region. 

Some heavy contracts in gas coal are reported. Lower 
prices generally are made, on account of the trouble between 
the Baltimore & Ohio aud the Pennsylvania over coal busi- 
ness. 


Chicago and Milwaukee March Receipts. 


Receipts of grain, flour and hogs at Chicago and Milwau- 
kee during the month of March for four successive years 
have been: 


Chicago: 1878. 1879. 1880. 1881. 
Grain, bush....... 7,125,647 6,196,143 9,223,379 4,508,605 
Flour, bbls....... 279,941 318,190 281,768 517,004 
Hogs, No.....0<.. 348,396 370,564 510,561 324,268 

Milwaukee: 

Grain, bush... ....1,360,154 1,237,573 1,077,465 741,207 
Flour, bbls ...... 76,887 215,268 180,955 228,162 
Hogs. No......... 18,436 16,495 28,707 19,068 


Chicago receipts ‘of grain for the month were thus this 
yeer not half so great as last, and much smaller than in any 
of the other years, its flour receipts, however, in spite of the 
blockade of the roads by which it receives chiefly, were 
four-fifths more than last year. Its hog receipts, though 
two-fifths less than last year, were not much smaller than in 
previous years. ’ 

At Milwaukee the receipts of grain were nearly a third 
less than last year; of flour, a quarter larger; of hogs, 69 per 





Grain Movement. 
For the week ending March 26 receipts and shipments of 
in of all kinds at the eight reporting Northwestern mar- 
ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 


~~ ~ag Northwestern Ate 


1,238, 1,99' 

1,054,587 1,764,133 
1,250,735! 1,758,767 
1,182,741 423,453 


9 
4,172,194 5,850,868 
2,046,187 5,072,157 
The receipts of the Northwestern markets are smaller than 
in the corresponding week of three preceding years, and so 
also are their shipments. Their receipts are much smaller 
than the week before, but with that exception are the larg- 
est since January; their shipments are a fifth smaller than 
the week before, but with that exception are the smailest of 
the year. 
The Atlantic receipts are smaller than in the correspor ding 
week of last year, but are larger than in any other corres- 
ponding week, and they are 30 per cent. larger than the 
week before and are much the largest of the year. Only 
two or three times in the history of the trade have the rail 
deliveries at the seaboard been larger. 
Of the Northwestern receipts St. Louis had 29 per cent., 
Toledo 24, Chieago 20.9, Peoria 12.8, Detroit 5.7, Milwaukee 
4.7, and Cleveland 3 per cent. Again the Chicz:go and Mil- 
waukee receipts are exceptionally small—less than half as 
great as the week before; but the Toledo receipts are the 
largest of the year, and so, with one exception, are the St. 
Louis receipts. 
Of the Atlantic receipts New York had 37.8 per cent., 
Baltimore 25.3, New Orleans 13.1, Philadelphia 12.6, Bos- 
ton 10.2, Portland 0.8, and Montreal 0.2 per cent. Com- 
pared with the previous week there is an increase every- 
where, but largest proportionately at New York, Boston and 
New Orleans. New York’s receipts are much larger than in 
any other week since navigation closed, and are a larger 
percentage of the whole than in any of the four weeks pre- 
ceding. Baltimore’s receipts are also the largest since navi- 
gation closed, and the New Orleans receipts are the largest 
since April of last year, and have been exceeded but twice 
since 1879; there have been four weeks of this year, how- 
ira when its receipts were a larger proportion of the 
whole. 
— from Atlantic ports for five successive weeks have 
n: 








i ——— Week ending——- ——~———- -— 
March 30. March 23. March 16. March 9. March 2. 
Flour, bbls... 129,789 108,896 148,441 113,11L 114,946 
Grain, bush.4,316,414 3,786,665 3,975,208 3,667,058 2,808,277 
The grain exports have not been so large before, since the 
middle of November. 

For the eight weeks ending March 30 the exports compare 
as follows with those of the corresponding eight weeks of 
last year : 


1881. 1880. Ine. orDee. P.c. 
i. oe 936,421 416.012 I. 520,409 125.9 
Grain, bush.......... 24,882,513 28,024,339 D. 3.141.820 11.2 


The great increase in flour exports is equivalent to 2,341,- 
840 bushels of wheat, s> that the net decreas? was but 800,- 
000 bushels. Wheat shows an increase of 23 per cent., and 
corn a decrease of 33 per cent. in the amount exported. 
Baltimore grain receipts in March are reported “s follows, 
flour in barrels and grain in bushels: 














1881. 1880. Ine. or Dec. P.c. 

MRS carat otekaGeana seeaes 126,248 132,090 D 5,842 4.4 

SS 1,820,692 1,594,703 I. 225,989 14.2 

ae an Pre 3,187,400 3,540,048 D. 352,648 9.9 

oe ee 86,103 200,686 D. 114,583 57.0 

Total grain.......2+. 5,094,195 5,335,437 D. 241,242 4.6 
Total, flour reduced to 


e wheat........ .....5,725,435 §&,995,887 D. 270,452 4.5 
Total grain receipts for quarter ending March 31 (flour ex: 
cluded) were: 1881, 9,641,790; 1880, 10,281,766; decrease, 
639,996 bushels, or 6.2 per cent. 


ican Southwestern Association Rate. 


The tariff of April 1, on east-bound freight, shows no 
change from the tariff of Nov. 22 in the rates to St. Louis, 
but in rates to Chicago there is a reduction from 2614 to 
2514 cents per 100 Ibs..on seventh class; an increase 
from 2514 to 2644 on the ninth class; a reduction from 2514 
to 25 on the tenth and on wheat, and frem 20% 
to 20 on corn, and an increase from 224% to x8 
on ore and base bullion. To Milwaukee the changes are in the 
same directions, but are 1 cent instead of 1¢ cent, and to 
Toledo there is a reduction of 244 cents on seventh class and 
an advance of 214 on ninth, and reductions of 11g on tenth 
class, wheat and corn, and % centonore. These changes 
are made doubtless to suit the new trunk line rates. 


Kansas City Passenger Rates, 

The ticket agents of the road from Kansas City eastward 
have agreed to maintain the following rates from Kansas 
| City : To Chicago, $5 ; to St. Louis, $4; Jacksonville and 
Springfield, $7 ; to places further east, $5 plus the rate from 
the lowest rate, with limit as to time, the tickets being soid 
at the old regular rate, with a draw-back collectable after 
the journey. 








THE SCRAP HEAP. 


A Narrow Escape. 


The passengers on the Philadelphia train which arrived 
here on Friday at 1:05 p. m., witnessed an accident on the 
road, a short distance below Schuylkill Haven. which threw 
the train hands into a fever of excitement, and for the space 
of a few seconds caused the engineer to turn his head from 
the scene. As the train neared the crossing below Schuyl- 
kill Haven, a heavy wagon, drawn by three mules, was 
noticed making its way across the track. Two of the mules 
were harnessed to the pole; the third acted as a leader. A 
boy rode one of the pole mules. The leader bad reached the 
track before the boy noticed the approaching train. His at- 
tention was attracted by the shrill signal ‘ down 
brakes.” He put on the brakes also and _ tried 
to pull the lead mule off the track. The mule 
had evidently made up his mind to cross, even if 
he ran the chance of throwing the train off the track. The 
engineer and rest of the trainmen gave the boy up for lost 
as they noted his unsuccessful efforts to pull the mule back. 
He kept his seat and up to the last moment before the train 
struck his leader kept pulling on therein. The lead mule 
was struck broadside by the pilot and thrown a distance 
of 25 ft. The shock was so sudden and tremendous, that the 
connection between the leader and the pole mules was 
broken as if composed of paper. As the train swept by the 
cars almost zed the heads of the team, and the boy could 
have touched the passengers with his outstretched hand. It 





cent. less. 


was a close shave, The train was stopped and many of the 





Chicago or $4 plus the rate from St. Louis, whichever made” 
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passengers went back to find out how the boy survived. He 
was found gazing at the dead body of ‘his leader. As the 
passengers -ongratulated him upon his escape from a fright- 
ful death he showed his appreciation of the situation with 
the remark, ‘*He was my best mule.”—Pottsville (Pa.) 
Miners’ Journal, April 1. 

Snow Boating. ® 

A La Crosse telegram to the St. Paul Pioneer-Press tells 
this interesting story: 

‘Railroad men coming in from the West tell an interest- 
ing story of how a party of four got from Fulda to Fair 
mont not long since. Conductor Kennedy and brakemen 
Allan and Statham being at the former place, and receiving 
telegraphic orders to report at the latter without delay, en- 
deavored to secure some conveyance. They found this ut- 
terly impossible, as there was no road and no teamster would 
trust his horses across the prairies on the crust. To avoid 
the necessity of walking the distance of sixty-three miles 
they constructed out of barrel-staves and fence-boards two 
rude and clumsy conveyances, somewhat after the manner 
of §:ce-boats. ‘o these they rigged sails 12 by 14 feet 
made from common sheeting obtained at the store, and ob- 
taining an addition to the party of an aged German anxious 
to reach the outside world, the four spread their canvas and 
started out. The crust was strong enough to bear the weight 
of each ‘boat’ with two persons, and a strong northwest 
wind was in their favor. The distance was made without 
accident in eight hours, giving an average running time of 
about eight miles per hour, which in favorable places was 
increased to twelve. A telegram had notified Fairmont that 
they were coming, and the town turned out en masse to 
meet the voyagers.” 


Extremes. 


Extremes met for a fact on the Chicago, Burlington & 
Quincy, Iowa Division, a few daysago. In the dining-car 
at one end of the train passengers were regaling themselves 
with green tomatoes, cucumbers and watermelons, while 
seven stalwart locumotives at the other end were struggling 
to get the train through show-drifts.—Chicago Tribune. 

A special from Jacksonville, Fla., under date of March 21, 
say that ‘Jay Gould has just concluded a contract by 
which he is to control every orange grove in Florida for 30 
years. He drew his check for an enormous sum, and will 
leave the state as soon as he has staked his alligator farm— 
another new scheme, which has startled every aquarium in 
the United States, as it is apprehended that alligators will 
come high next year. Some of Mr. Gould’s alligator traps 
occupy anacre of ground.”—New York World. 


A Station Train Indicator. 


An extremely useful device, the invention of Mr. A. A. 
Faunce, Depot-Master of the Fitchburg Railroad in this 
city, has been placed over the clock at the station. lt is an 
automatic bulletin, which exhibits the telegraphic reports of 
all Western and Northern trains, tells the time they are due, 
and, if late, the number of hours or minutes. All questions 
relative to trains asked by patrons are answered by a glance 
at the bulletin.—Boston Advertiser. 








OLD AND NEW ROADS. 


Allegheny Valley.—The statement telegraphed from 
Philadelphia last week and received by us too late for veri- 
fication, that this road would hereafter be worked directly 
by the Pennsylvania Railroad Company, is at least prema- 
ture. The road will continue to be worked independently 
at present, although controlled by the Pennsylvania. 

Notice is given that the cash fund applicable to the pay- 
ment of the interest due April 1, 1881, on the income bonds 
of the company, being insufficient to pay the whole of such 
interest, it will be distributed pro rata, allowing $9 on each 
$35 coupon, and proportionately for those of lower denomi- 
nations, and the deficit paid in orders upon the Trustees for 
bouds of the same i:sue and scrip convertible into such bonds 
for sums less than $100, at the office of the company, Pitts- 
burgh, on and after April 1, according to the terms uf the 
bonds; $500 and $1,000 bonds may be obtained for those of 
lower denominations, upon application to the Safe Deposit 
Compa ny, No. 83 Fourth avenue, Pittsburgh. 


American Steamship Co.—This company is controlled 
by the Pennsylvania Railroad Company, and runs a line of 
steamships between Philadelphia and Liverpool. Its report 
for 1880 shows gross earnings $942,984; working expenses, 
$730,759; net earnings, $212,225. Agencies, wharf ex- 
penses, etc., are charged with $102,018; extraordinary ex- 
pensés, $78,107; interest on bonds, $59,610, a total of 
$269,735, making a deficit of $57,510 on the year’s opera- 
tions. 


Atlanta & Charlotte Air Line.—Immediately after 
the lease of this road was concluded, as noted last week, 
Messrs. Garrett, asowners of $89,000 bonds of the company, 
made application for.an injunction to prevent the transfer 
of the road. The New York Supreme Court granted the 
usual preliminary injunction and order to show cause why 
it should not be made perpetual. No officer of either cor- 
poration could be found in New York, however, and the 
order could not follow them out of the state. The Richmond 
& Danville Compan made a deposit of $500,000 as security 
for performance of the conditions of the lease, and took 
possession of the road April 1. No changes are made in the 
management for the present. 


Atlantic, Mississippi & Ohio.—In the United States 
Circuit Court in Richmond, Va., April 4, an order was 
agreed on confirming the sule of this road under foreclosure. 
The order directs that $5,000,000 of the purchase money 
shall be deposited with the Union Trust Company in New 
York and $3,605,000 with the Fidelity Insurance & Trust 
Company in Philadelphia, subject to the order of the Court. 
Upon evidence furnished that these deposits have been made, 
a deed of sale will be given to the purchasers and the prop- 
erty formally transferred tothem. The order was formally 
entered on April 5. 


Atlantic & Pacific.—Messrs. Winslow, Lanier & Co., 
J. & W. Seligman & Co., and Kidder, Peabody & Co. have 
placed in the market $10,000,000 of this company’s 6 per 
cent. first-mortgage railroad and land grant sinking fund 
gold bonds, interest January and July, and the issue 
limited to not exceeding $25,000 per mile. The company 
is now constructing its Western Division railroad and 
telegraph line from Albuquerque, on the Atchison, Topeka & 
Santa Fe road in New Mexico, through Arizona and Califor- 
nia to the Pacific coast, and 150 miles of it are now 
open for business and construction, progressing at the 
rate of 144 miles per day. Itis being built for cash. The 
Atchison, Topeka & Santa Fe and the St. Louis & San 
Francisco roads will be opened in connection with this divi- 
vision as a continuous ——_ line from the Mississippi and 
Missouri Rivers to the Pacific. The company has a total 
land grant of about 42,000,000 acres in aiternate sections, 
and the first patent for land was granted to the western 
division Jan. 10, 1881. Under powers conferred by act of 
Congress these bonds are secured by a first mortgage 
on every particle of the property pertaining to 
the Western Division of the company. They are re 








ceivable at par and accrued interest in pent for lands, 
and will be retired with the proceeds of land sales at not ex- 
ceeding 110. They have thirty years to run, and cannot 
sooner be called for relemption. The proceeds of the bonds 
must be deposited with the United States Trust Comnany 
of New York City, and the Safe Deposit and Trust 
Company of Boston, and must be used solely for 
the construction, —— and maintenance of 
the road, and for the payment of their interest 
until one year after the completion of the division 
to the Pacific Coast. The proceeds of land sales may be firs; 
tused to provide for any deficiency in the net earnings for the 
payment of the interest on these bonds. The payment of 
the interest has been guaranteed by the Atchison & Topeka 
and Santa Fe, and the St. Louis San Francisco compa- 
nies, to the extent of 25 per cent. of all earnings from busi- 
ness transacted with the western division during six months 
preceding the maturity of the coupons. The bonds are 
offered at 102'4 and accrued interest. 


Boston, Hoosac Tunnel & Western.—The Hoosac 
Tunnel & Saratoga, the Mohawk & Lake Erie and the Utica 
& Syracuse companies have all voted to consolidate with 
Boston, Hoosac Tunnel & Western. The title remains un- 
changed. The new companies own nocompleted road; they 
were chiefly organized to build the extensions from 
ee N. Y., to Schenectady and thence west- 
ward. 


Central, of New Jersey.—The Philadelphia North 
American of April 6 says: ‘‘ The contract of the New Jersey 


Central with the Philadelphia & Erie in Mr. Gould’s trunk-| y 


line arrangement would have been signed by this time had 
not the magnates of both parties taken it into their heads to 
make an important modification. To the surprise of those 
who from the first had pooh-poohed the idea of the 
Pennsylvania’s allowing any other trunk line to use 
the Philadelphia & Erie, the officials of the former road not 
only did not deny the reports of such a consummation, but 
spoke with enthusiasm when the subject was referred to, 
and admitted that the contract would be signed in a few 
days. It was confidently expected that the autograph of 
the officials whose consent was necessary would be affixed to 
the important document at the beginning of this week, but 
now itis authoritatively given out that this will not be 
done for a fortnight. The reason alleged for this postpone- 


ment is that the Pennsylvania is to be still fur- 
ther interested in the constitution of the trunk 
line, by the substitution of the Northern Cen- 


tral from Williamsport to Herndon, the same road’s Shamo- 
kin branch from Herndon to Mount Carmel, and the Read- 
ing’s Mahanoy branch from Mount Carmel to Tamaqua, for 
the Reading’s Catawissa line from Williamsport to Tama- 
qua. The Catawissa road is 101 miles long, and the new 
route as above proposed is 99 miles. The saving of two 
miles is hardly considerable from the standpoint of the 
Gould interest, but the increased revenue to the Pennsyl- 
vania Railroad is the consideration which is most strongly 
pressed for the modified form of contract. The talk to this 
effect has had some share in the strength of Pennsylvania 
and Northern Central stocks for several days past.” 


Chicago & Grand Trunk.—It has been decided to 
establish the repair shops for this road, or rather division of 
the Grand Trunk, and also the division headquarters, at 
South Bend, Md. Ten acres of land for the shops have been 
given and work on the buildings will be begun at once. 


Chicago, Milwaukee & St. Paul.—The new mortgage 
on the Chicago & Pacific Western Division recites the pur- 
chase of the Dubuque Southwestern and the Sioux City & 
Dakota roads, aud then refers to its projected lines as 
follows: 

‘‘Whereas, said party of the first part proposes to construct 
a line of its railway from a point on the ee Sats 
in the state of Wisconsin, ge or north of buque, 
across said riverin a westerly direction to Farley, in the 
county of Dubuque, in the state of Iowa; and to extend its 
line of railway by the construction of a new road from 
Marion, in a westerly direction, through the counties of 
Linn, Benton, Tama, Marshal], Story, Boone, Dallas, Guthrie, 
Audubon, Carroll, Crawford,Shelby, Harrison and Pottowat- 
tomie to the Missouri River, at or near Council Buuffs, 
with a branch from some point on said line in a westerly di- 
rection, to and across said Missouri River, and thence westerly 
in the state of Nebraska; with branches from said main line 
to Des Moines and Marshalltown, in the state of Iowa; and 
also with another branch from said main line, at some point 
between Marion and the Missouri River, in a northwesterly 
direction, to Sioux City, so asto connect it at that point 
with said railway of the [gen | of the first part; and also 
proposes to extend its said railway from Yankton, in a 
westerly direction, to Runniug Water, and thence across the 
Missouri River to Niobrara, in Nebraska; and thence west- 
erly; and also from said Yankton, in a northerly direction, 
to a point on the line of the Iowa & Dakota Division of the 
railway of the party of the first part, at or near 
Mitchell, and thence northerly; and also proposes to 
extend its line of railway from Flandreau, in a 
northerly direction, to a point at or near Milbank 
Junction, in said territory ; and also, in a westerly direction, 
from Madison, in said territory of Dakota, through the 
counties of Lake and Miner, to the Missouri River, and 
thence westerly ; and from Rock Valley,in the state of 
Iowa, ina northerly direction, to the state line of Minnesota, 
and thence northerly in Minnesota ; and also from said line 
running westerly from Marion, in Iowa, at some point at or 
near Perry, in a northeasterly direction to or near Webster 
City, and thence to Mason City, in Cerro-Gordo County ; 
and also proposes to extend its said line by the construction 
of anew railway froma point ator near said Marion, in 
Iowa, in a southwesterly direction, by way of Sigourney 
and Ottumwa, in said state,to the state line, and thence 
southwesterly to and across the Missouri River, in the state 
of Missouri.” 

The deed eat nay Ah rights and franchises of the 
Southern Minnesota ilway Extension Company to the 
Soutbern Minnesota Railway, and that conveying the latter 
to the Chicago, Milwaukee St. Paul Company have been 
duly executed and recorded in Minnesota. The transaction 
was completed some time ago. 


Chicago, Rockford & Northern.—The bill filed in the 
United States Circuit Court in Chicago to foreclose the sec- 
ond mortgage on this road has been dismissed by consent. 
The trustees under this mortgage will now file a petition to 
be joined in the foreclosure suit be; in the [linois Circuit 
Court by the trustees under the first mortgage. 

The Chicago, Milwaukee & St. Paul ony ag A osomeed 
to take possession of the road under a lease on April 1. i 
was, however, forcibly resisted, and a very lively war 
ensued, which was speedily carried into the courts. 


Cincinnati, Georgetown & Portsmouth.—The Cin- 
cinnati Gazette of April 2, : ‘*A mortgage was leit for 
record ey, from the Cincinnati, Georgetown & Ports- 
mouth Railroad Company (formerly th 
mouth narrow gauge si 
secure the payment of $500,000 in mo bonds, to be 
issued by said railroad. These bonds are to be 500 in num- 
ber, and are for thesum of $1,000 each, and run for 20 





years, from Aone 3, 1€81, eeente wf a oe at 6 per —_ 
per annum, payable s mi-annually, and are made payable a 
the Pacific National Bank of Bost )n.” 


Cincinnati Southern.—A meeting of the Cincinnati 
Railway Company, which now operates this road, bas been 
cailed for May 8, to vote on the question of increasing the 
capital stock from $2,000,000 to $5,000,000, with a view to 
bidding for and taking a permanent lease of the road under 
the new law. 

The Trustees have given notice to the Cincinnati Railway 
Company that the present lease or license to work the road 
will terminate on Oct. 1, 1881. The Trustees are required 
to givesix months notice of the termination of the license. 
This action is taken to indicate the purpose of the Trustees 
to effect a sale, or a lease for a long time, of the road, under 
the provisions of the act recently passed by the Legislature. 


Columbus & Western.—It is understood that the Cen- 
tral, of Georgia, which controls this road (formerly the 
Savannah & Memphis), has made arrangements for its ex- 
tension from the present terminus at Goodwater, Ala., north- 
west to Birmingham, about 75 miles. A large part of this 
extension was graded several years ago. Bonds to the 
amount of $2,000,000 are to be issued on the road, which 
has now no debt. 


Connecticut River.—It is reported that an agreement 
is under consideration by which this company will grant 
the Central Vermont the use of the Sullivan Railroad (which 
it now owns) on the expiration of the present lease, and 
will, in return, obtain the use of the 10 miles between South 
Vernon and Brattleboro, which now separate its road from 
the Vermont Valley. 


Delaware, Lackawanna & Western.—The car shops 
of the Morris & Essex Division at Dover, N. J., caught fire 
on the evening of April 4, and the wood machine shop, erect- 
ing shop, blacksmith shop, engine house and machine shop 
were destroyed, with a number of freight cars. The paint 
shop, passenger car shop and some smaller buildings were 
saved. The loss is estimated at $80,000. 


Delaware Western.—The bill authorizing this com- 
pany to build a line down the Peninsula parallel to the 
Delaware road, which last week passed the Delaware Senate 
and went to the House, has been withdrawn. 


Denver & Rio Grande.—This company has now trains 
ruining on the San Juan Division to,Chan a, Col., 93 miles 
from Alamosa, and 13 miles beyond last yeai’s terminus at 
Alta. 

On the Gunnison Division trains now run from South Ar- 
kansas, Col., to Silver Creek, 13 miles, or 7144 miles beyond 
last year’s terminus at Poncha. A branch of this division is 
also completed and opened for business from Poncha to 
Maysville, 7 miles. 


Des Moines & St. Louis.—This company is to build a 
line from Albia, Ia., to Des Moines, about 66 miles, in the 
interest of the Wabash, St. Louis & Pacific Company. It 
will be parallel to the Chicago, Burlington & Quincy’s 
enn between the same places. Work is to be begun 
shortly. 


Fernandina & Jacksonville.—This road is now com- 
pleted and was to be opened for traffic April 6. It extends 
from Jacksonville, Fla., north 2115 miles to Hart’s Road, on 
the Atlantic, Gulf & West India Transit road, 11's; miles 
from Fernandina. Trains will use the track of that road, 
making the line from Jacksonville to Fernandina 23 miles. 
The road has becn built by George P. Flower & Co., con- 
tractors, 


Fitchburg.—This company has contracted for 4,500 
tons of steel rails, to be delivered for use this season. Gangs 
of men are now employed in grading and double-tracking 
west of Fitchburg, and it is expected before the close of the 

ear to have a continous double-track from Boston to 

oyalston, 73° miles, and a piece 73g miles long between 
rie oy | and Orange. A new survey has been made be- 
tween Royalston and Baldwinville, by which the distance 
has been shortened a third of a mile, four bridges over Mil- 
ler’s River and five grade-crossings avoided and the grades 
reduced from 33 to 18 feet a mile in favor of east-bound 
freight. In addition to the ten new loccmotives recentl 
~ upon the road, five first-class passenger and four consoli- 

ation engines are contracted for, and one is building at the 
company’s shops. Durivg the winter 550 freight cars have 
been added to the rolling stock, and four new passenger cars 
will be delivered May 1. 


Galveston, Harrisburg & San Antonio.—The La 
Grange Branch is now completed to La Grange, the county 
seat of La Fayette County, Tex., 28 miles from the main line 
at Smith Junction and 12 miles beyond last year’s terminus 
at Ellinger. This increases the company’s line to 243 miles 
operated. 


Georgia.—Officers of this road state that no proposition 
for a lease of this road to the Central Railroad Company 
of Georgia, has been received, and that no lease of the roa 
is contemplated. Recent conferences between the officers of 
the Georgia and the Central companies, which gave 
occasion for the reports of the lease, related entirely to the 
Western Railroad, of Alabama, which is owned jointly by 
the two companies. 


Georgia Railroad Combination.--A dispatch from 
Augusta, Ga., April 6, says: ‘‘ For several weeks there have 
been various rumors here in reference to railroad affairs. 
Central and Georgia Railroad stocks advanced rapidly, 
Central going up from 110 to 121, and Georgia from 115 to 
148. This afternoon Central declined to 115 and Geo: 
to 135. The rapid advance in Georgia was caused by 
SS ee ere interest. It is stated and 
believed that parties favorable to the interest of the Central 
Railroad have secured sufficient stock to control the Georgia 
Railroad. The parties purchasing have large interests in 
the Central and South Carolina roads. The combination 
embraces the South Carolina, Central, and Georgia rail- 
roads, which will be worked in harmony with the Louisville 
& Nashville combination.” 


Green Bay & Minnesota.—The Court has finally 
confirmed the sale of this road to John I. Blair and others 
under foreclosure of mortgage. It is reported that the 
purchasers have agreed to transfer the road to the Chicago 
& Northwestern Company. 


Hartford & Connecticut Valley.—The bill authoriz- 
ing this company to extend its r from Hartford to 
Hoivoke, after being rejected by the Connecticut Senate, 
bas been reconsidered and passed by both houses of the 
Legislature. 


Havana, Rantoul & Eastern.—This road has beeu 
buigbt by the Wabash, St. Louis & Pacific, and that com- 
pany will probably take possession about April 15. It ex- 
tends from the Wabash_main line at West Lebanon. Ind., 


e Cincinnati & Ports- | west to Leroy, Ill., 76 miles. Itis of 3 ft. gauge, but will 
road), to Abner I. Benyon, Trustee, to 


be change to standard gauge by the new owner. 


Houston, East & West Texas.—This ro-d is now com- 
pleted and trams are running to Moscow, Tex., 88 miles 
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northeast from Houston and 16 miles beyond last year’s 
terminus at Livingston. 

Negotiations are pending for a further extension from 
Moscow to the Louisiana state line in the direction of Shreve- 
pe The extension d»pends on the willingness of the 
i alae people to build from their city to the state 
ine. 


Humeston & Shenandoah.—This company has been 
organized to build the extension of the Missouri, [owa & 
Nebraska line from Humeston, Ia., west to Shenandoah, 
about 90 miles. Tie road is to be owned and used jointly 
by the Chicago, Burlington & Quincy and the Wabash, St. 
Louis & Pacitic. 


Indiana Coal & Railway.—This company has been 
organized to build a railroad from Terre Haute, Ind., east 
by south to Columbus, about 80 miles. The capital stock is 
to be $1,500,000. 


Kansas City, St. Joseph & Council Bluffs.—This 
Company has completed and opened for business the two 
branches whose construction was begun last year. The 
Nodaway Valiey Branch is 32 miles long, from Bigelow, 
Mo., to Burlington Junction, and completes a cross line to 
the main line of the Chicago, Burlington & Quincy in Lowa. 
The Tarkio Valley Branch is 283 miles long, from Corning, 
Mo., north to the Iowa line. 


Littleton & Franconia.—This company has been or- 
ganized to build a branch road from Littleton, N. H., on the 
Boston, Concord & Montreal, to the Franconia House in the 
White Mountains, about 15 miles. 


Maine Railroad Taxation.—At Augusta, Me., Apri! 
1, the Governor and Council, as required by law, submitted 
to the State Treasurer the amount of excise tax for 18S1 
which the several railroads in the state shall, under the pro- 
vision of the *‘Act relating to the taxation of railroads,” 
pay into the treasury of the state for the privilege of exer- 
cising their respective franchises in Maine. They reported 
the following: . 
Amount hay 

207. 







Bangor & Piscataquis.... . 00 
Boston & Maine.... re 5.35 
Bucksport & Bango 3.45 
Knox & Lincoln... - 5.56 
Portlaid Horse ..... isin 932.20 
ene 660.42 
EI EON. os ccc crcscccsae secvacenece ct cscese 1,159.37 
muniford PANS Backfield. ........... scccccervccsccces 67.54 
ee eek ccwek On dered & Oaks cue n56dsepe 51.98 
a NE IE ccc ccciccc cass cecececvecenesces 51.82 
European & North American................ PSE Nee eo 3,040.33 
I OMNI occclonccvsdhedsccdceceavisvegastabne 23.13 
Mare ha cide ouctis aie dVo.c ale eWisidin,weersiendiwainend coe .. 16.786.39 
Se neem a. ~  F 
RE oa ac sions naan dad eanins <bteeeken seinen 9,569.66 
Eo cics pa ncncnaseacanaam sc cneavawanete 20.22 


adnan smicumsesianenne ss ns ces sasheseeeda rece $71,278.26 


In addition to this tax the buildings owned by the com- 
panies, and all land and fixtures outside of the located right 
of way, are subject to tax like other property in the towns 
where they are situated. 


Mexican Central.—-At the annual meeting in Boston 
President Nickerson presented the following report: 

The survey of your line was commenced at the City of 
Mexico, under Howard Schuyler, Chief Engineer, with a 
small force, the last of June, 1880. The work of grading 
and bridging across the valley of Mexico occupied much 
time, owing to the great number of culverts and bridgés to 
be built, made necessary by the system of irrigation: and 
this delay was also we by the rainy season. Track- 
laying was commenced about Sept. 15, 1880. The great re- 
vival of railroad building in the United States made it diffi- 
cult to se ure competent engineers and skilled workmen for 
Mexico; and the manufacturers of all kinds of rolling stock 
and machinery were so full of engagements that 1t was quite 
impossible to get our orders executed promptly. The facili- 
ties for handling our supplies at Vera Cruz were inadequate; 
and our vessels were delayed a long time in discharging their 
cargoes, some of them nearly three months. The want of 
knowledge of the language on the part of cur engineers and 
workmen, the luck of experience in railroad work on the part 
of the laborers of the country and many other ditticulties 
have seriously delayed the progress of our work. 

On Sept. 15 Rudolph Fink was elected General Manager, 
and be reached his field of labor about the middle of Octo- 
ber, 1880. According to the latest accounts the grading is 
substantially completed for 55 miles, and 40 miles of track 
have been laid. tt is expected that the construction of the 
road will be completed about April 15 to Tula (50 miles), 
and business opened at that city May 1. 

In November the Mexican government gave the company 
authority to commence construction at Paso del Norte, and 
immediate steps were taken for work at that point. The 
Hon. George T. Anthony was elected General Superintend- 
ent of the Chihuahua Division, and has already organized a 
force of engineers and made a preliminary survey, which 
shows a very favorable section for rapid construction. There 
are now being shipped to New Orleans 5,000 tons of steel 
rails and their fastenings, and contracts are being made for 
other necessary materials. It is hoped that the Atchison, 
Topeka & Santa Fe system of roads will be completed to El 
Paso in May; and we expect to haye a section of our line 
graded and ready to commence laying track in June. 

Engineers are at work locating our line from the Gulf 
of Mexico at Tampico to the Pacific, via the city of San 
Luis. There has been ordered to Tampico 2,000 tons of 
steel raiis, with their fastenings, and it is expected to 
commence construction on that section at an early date. A 
force of engineers, under C. A. Sweet, Chief of the party, 
are in the field making a reconnoissance between Laredo 
and our main line near Durango, after which the party will 
explore the country between Laredo or Camargo, and a 

»oint south upon the Gulf line in the State of San Luis 

‘otosi. 

fhe government of Mexico has carried out faithfully the 
provisions of the concession, and treated the company with 
great fairness; and our relations with the government and 
the people of Mexico are harmonious. 

From the balance sheet it appears that the total cost of 
road to date is $1,494,606,97. ‘The total deposit as guaran- 
tee to Mexican government, representing $800,000 Mexican 
currency, is $264,000, and the cash assets are $212,755.79; 
making the total assets $1,971,362.76. The subscriptions, 
namely, 85 per cent. of subscriptions to 1,270 blocks of 
$4,250 each, less $5,950 unpaid, amount to - $1,883,175. 
Total liabilities, $1,971,362. 76, 


Minneapolis, St. Paul & Sault Ste. Marie.—This 
company has been organized to build a railroad from Ab- 
bottsford, Wis., on the Wisconsin Central, to Wausau, and 
ar northwest to the Sault Ste. Marie, about 340 miles 
in all. 

Missouri Pacific.—In the suit brougne by N. A. Cow- 
dry and others, stockholders of the old Pacific Company of 
Missouri, to set aside the forec'osure of the third mortage, 
by which the road passed to the present company, the United 





States Circuit Court in St. Louis has rendered a decision 
sustaining the validity of the foreclosure, and declaring the 
present company rightful owners of the property. 


Nantasket Beach.—This road, as consolidated and com- 
pleted, comprises about eight miles of track aud extends 
from Windmill Point, in Hull, Mass., to the Old Colony House, 
in Hingham, where a connection is made with the Old Colony 
road. During the season trains will leave Windmill Point 
for Old Colony House station every 20 minutes, and leave 
on return at like intervals of time. The work of extension 
has been pushed forward to completion against various ob- 
stacles, such as extremely unfavorable weather, disputes in 
regard to right of way and natural obstructions—rocky 
ledges aud water courses. The ledge at the Hingham end of 
the route was extremely difficult to deal with, as were also 
the water courses, which have been crossed by five substan- 
tial bridges, aggregating a mile in length. The four. miles 
from the end of the old road to the Old Colony connection 
have been built this year. 


New York & New England.—The usual yearly bill 
providing for the sale of the state stock in this company has 
just been defeated by the Massachusetts Senate by a deci- 
sive vote. 


Northern Pacific.—<A bistory of the common stock of 
this company, condensed from the statements made in the 
complaint in the Villard suit, may be of interest at the 
present time. In 1867 Congress chartered a line of railroad 
and telegraph from a point on Lake Superior to Puget 
Sound, with the right to construct_a branch to Portland, 
Orezon, under the name of the Northern Pacific Rail- 
road Company. To aid in the construction of this line 
lands were granted to the amount of 10 sections per mile on 
each side of said road in the states, and of 20 sections per 
mile on each side in the territories, the land thus granted 
amounting to nearly 47,000,000 acres. J. Gregory Smith, 
of St. Albans, Vt., and his associates, who procured 
this charter, - were at an expense therefor of 
$102,000 in cash. In order to provide for the build- 
ing and development of the road the enterprise 
was divided into 12 shares of $8,500 each, by an agreement 
made Jan. 10, 1867. These shares were distributed as fol- 
lows: J. Gregory Smith, 43g shares; W. B. Ogden, 11 
shares, and 1 share each to R. H. Burdell, A. N. Barney, R. 
H. Barney, George W. Cass, J. Edgar Thompson, and Ed- 
ward Reilley. It was mutually agreed by these subscribers 
that the best efforts of each and all should be given 
to obtain from Congress the passage of a bill 
granting aid to the company for _ construction 
purposes, and each party, it was agreed, should 
contribute, according to his interest, the necessary funds for 
that purpose, provision being made that not over $12,500 
should be assessed on a single share. Having thus secured 
control of the charter, the syndicate, on May 20, 1869, made 
an agreement with Jay Cooke & Co., of Philadelphia, by 
which that banking firm became the Northern Pacific’s sole 
fiscal agents. The 12 original shares were increased to 18, 
the additional 6 being assigned to Jay Cooke & Co. The 
capital stock of the a it was agreed should be 
appropriated as follows: The representatives of the 
18 shares should subscribe for $80,001,000, an equal 
portion to each share, which should be issued in full paid-up 
stock. Each of the 18 shares was to receive $124,500 imme- 
diately, and $54,000 additional was to be issued to each 
share as often as 25 miles of railroad were constructed, and 
the residue of the c»pital stock, $16,999,0U0, was deliverable 
to Jay Cooke & Co., and as often as the fiscal agents sold 
and placed to the credit of the company the proceeds of 
$1,000 of stock the agents themselves were entitled to re- 
ceive $200 of the same stock. 

The bonds were then issued and sold by Jay Cooke & Co. 
After the default on interest, at a general meeting of the 
bondholders held March 18, 1875, a committee was ap- 
pointed to consider thismatter andrecommend a plan. This 
committee consisted of Johnston Livingston, J. N. Hutchin- 
son, William McKnight, John M. Denison, Abner Coburn, 
William Windom, and George Stark. On April 16 pre- 
ceeding the United States Circuit Court had appointed 
a Receiver for the company. The order making this 
appointment was given under proceedings brought by the 
Trustees of the Northern Pacific bondholders. On May 12 
following the Court granted a final decree under which the 
road and all its property was directed to be sold for the 
benefit of the bondholders. This decree was in accordance 
with the desire of the committee. They reported that they 
considered this ‘‘an arrangement between all parties in in- 
terest which shall satisfy every equity, avoid tedious litiga- 
tion, and secure the extension of the road. This extension 
is indispensably necessary to restore value to your invest- 
ments.” 

The bondholders subsequently held a meeting at which the 
olan recommended was adopted. That plan proposed that 
Sladen Livingston, of New York; Frederick Billings, of 
Woodstock, Vt.; George Stark, of Boston; William Thaw, 
of Pittsburgh; J. N. Hutchinson, of Philadelphia, and John 
N. Denison, of Baltimore, be appointed acommittee to buy 
the road at the foreclosure sale and organize a new com 
pany, substituting preferred stock for the former bonds. 

Other detail matters were provided for, and it was 
arranged that preferred stock should be created and issued 
to the amouut of $51,000,000, the entire stock of the com- 
pany, preferred and common, being $100,000,000. This 
preferred stock was to be entitled to dividends not exceeding 
8 per cent. per annum, as the net earnings might suffice to 
pay. Afterand during the time the income of the road 
was sufficient to pay the 8 per cent. dividend on both 
preferred and common stock the surplus was to be divided 
on both alike per share, according to the number of shares 
issued of each. Common stock was to be issued to the 
amount authorized by the charter, less the $51,000,000 pre- 
ferred. ‘‘ Certificates of this stock,” was the verbiage of the 
plan adopted, ‘‘ shall be issued to holders of, or to those now 
entitled to, certificates, share for share, and the residue 
ratably to those originally enti led thereto, or their assigns.” 

The purchase of the road and its property wasmade Aug. 
12, 1875, by the committee, in accordance with the provi- 
sions of the plan. The price paid was $100,000. There was 
at this seg 550 miles of road in paying operation, sub- 
stantially free from debt, and attached was a domain of 
nearly 10,000,000 acresof land. In an official statement of 
tbe Northern Pacific Railroad Company made July 16, 
1879, President Billings enumerates the proportion 
of preferred and common stock of the company as 
recognized by the management: Preferred, 438,000 
shares, 72,000 shares of preferred having been ex- 
tinguished by exchange for lands; common, 490- 
000 shares. Of the 490,000 shares of the common the 
President’s report states that there were entitled to be 
issued 299,526 shares, and of this amount 283,844 shares 
had been issued, and 15,682 shares were then being issued. 
The remaining 190,474 shares of this common-stock, regard- 
ing the issuance of which, or a portion of which, the present 
litigation has arisen, were to be issued. It was at this time 
that the Northern Pacific Railroad Company made applica- 
tion to have the entire amount of its preferred and its com- 
mon stock (including the residue of the common stock) 
placed on the regular list of the New York Stock Exchange. 








Ohio & Mississippi—Receiver King reports for Febru- 
ary as follows: 
CURD ia cma 0155.4: aks 0 07080 040m pad Oe Soelb nd Menta dee 
Receipts from all sources 


© (Ns chat acduweysseeess 
Disbursements........... .. 


BRNO, TIGR T 005. sickens 95 006000050000 csennbeners 


Receipts exceeded the disbursements by $6,217 for the 
month. Of the payments $750 were on account of old 
vouchers prior to the receivership. 

Notice is given to second-mortgage bondholders that the 
coupon due April 1, 1881, will be paid at the office, 52 Wil- 
liam street, New York. 


Pennsylvania.—The Girard Point Storage Company, 
which this company controls and whose railroad tracks it 
leases, has bought the land, wharves, warehouses, tracks 
and other property of the International Navigation Com- 
pany at Girard Point and Point Breeze in the extreme 
southern part of Philadelphia; tracks already lead to the 
property. It is to be improved by building additional ware- 
houses and an elevator of 1,500,000 bushels capacity. 

Philadelphia & Reading.—The Receivers’ cash ac- 
count for the Railroad Company, as audited by the Master 
for February is as follows: 

Balance Feb. 1........0.20 seecsseseccsece conse coos 





217,457.31 





POOCUEEE TOR BE QOURGOS. « «.«.6:0:0:00.00 5 vievessvsvesoeas’ 2,331,058 .54 
Retr Lorn fa AS. oe oe ds Se 2,548,515.85 
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The receipts exceeded the disbursements by $86,725.01 
for the month. The actual receipts of installments on the 
deferred income bonds during the month, kept in a separate 
account, were $109,427.22, making the total to March 1, 
$265,564.15, The accountsof the Coal & Iron Company 
show a balance on hand March 1 of $52,997.27, February 
receipts, including balance Feb. 1, having been $1,199,- 
383.72, and disbursements $1,146,386.45 for the month. 


Philadelphia, Wilmington & Baltimore.—At latest 
dates about 202,000 shares of the stock of this company— 
over five-sixths of the whole—bad been deposited for trans- 
fer to the Pennsylvania Railroad Company. Probably 
nearly all of it will come in. It is said that many who have 
sold their stock desire to receive the new Pennsylvania stock 
issued for the purchase instead of cash, the stock to be issued 
at market price—any difference in price of the stocks to be 
made in money. It is possible that some such arrangement 
will be made. 


Pittsburgh, Cincinnati & St. Louis.—This company 
on April 1 filed in the Court of Common Pleas at Columbus, 
O., a petition for partition of the railway track and property 
owned jointly by this road and the Central Ohio as reor- 
ganized, between Columbus and Newark. The plaintiff also 
asks for an account to be taken of the money it has ex- 
pended in keeping the track and buildingsin repair, so that, 
in case of sale, a distribution can be properly made. The 
Baltimore & Ohio Company, by reason of the lease of the 
Central Ohio road, is made one of the leading defendants in 
the case. 

The line owned jointly is from Newark to Columbus, 33 
miles. Additional tracks are now much needed, and this 
proceeding is probably intended to prepare the way for the 
building of an additional line for one of the companies. This 
could not be postponed much longer. It is not probable that 
the suit is an unfriendly one at all. 


Pullman Palace Car Co.—At the special meeting in 
Chicago, April 2, the stockholders voted to increase the 
capital stock to $8,000,000, an increase of about one-third. 
The new stock is to be used for the new shops at Chicago 
and to otherwise extend the operations of the company. 


Spartanburg, Union & Columbia.—It is understood 
that a controlling interest in this road, involving also the 
control of the Spartanburg & Asheville when_reorganized, 
has been bought by the syndicate now controlling the Pied- 
mont Air Line and the Atlantic Coast Line. The two Spar- 
tanburg roads extend from Alston, 8. C., to Hendersonville, 
N. C., 116 miles, and are to be extended 20 miles further to 
Asheville. 


Terre Haute & Merom.—This comeprey has been in- 
corporated to build a railroad from Terre Haute, Indiana, 
to Merom in Sullivan County, about 35 miles. 


Texas & St. Louis.—This company has, it is said, placed 
$4,000,000 bonds for the pur of building its proposed 
extension from Texarkana to Cairo. Work on the line will 
be begun at once, and completed this year, if possible. 


Texas Western.—The sale of this road under foreclosure 
(noted elsewhere) was confirmed by the Court on the day 
ae the sale, and a deed to the purchasers was ordered 
made. It is understood that the road will be transferred to 
parties interested in some of the new lines in Mexico, who 
will extend it to the Rio Grande. 


Toledo, Delphos & Burlington.—This company has 
bought in Toledo, O., a large tract of land near the new 
Wabash elevator. Work will be begun at once on docks, a 
grain elevator and otber terminal facilities. Part of the 
tract will be reserved for shops. 


Wabash, St Louis & Pacific.—A dispatch to the Chi- 
cago Tribune from Danville, Ill., says: ‘‘ To-day I have had 
a long conversation with Col. Robert Andrews, General 
Superintendent of all the Wabash lines east of the Missis- 
sippi River. Col. Andrews has been connected with this 
line since 1862 as Chief Engineer and Superintendent, and 
all these years has been steadily improving its facilities 
for doing business. To-day he has final author- 
ity from the directors to complete a_ long-cher- 
ished desire in the direction of utilizing its rolling-stock by 
equitably dividing its power divisions. Heretofore the 
Wabash, beginning at Toledo, ran 94 miles to Fort Wayne, 
to first power division (or repair shops); 109 miles to 
LaFayette, to second power division; 47 miles to Danville, 
third power division; 112 miles to Springfield, fourth power 
division, and 112 miles to Quincy, the end. He now pro- 
poses to begin at once the construction of extensive repair 
shops at Antioch, Ind., and Danville, Ill., and double the 
capacity of the shops at Springtield. When completed, which 
Col. Andrews thinks will be as early as June, the power divis- 
ions will stand thus: Toledo to Antioch, 124 miles; Antioch 
to Danville, 125 miles; Danville to Springfield, 112 miles, 
Springfield to Quincy, 112 miles. The necessity of the in- 
crease of the capacity of the Springfield shops arises from 
the fact that all the rolling-stock of the Chicago & St. Louis 
line will be overhauled at that point, leaving the general 
shops at Toledo charged with only original construction. 
This contemplated move will add about a thousand souls to 
the population of Danville, while the monthly pay-roll will 
be increased to $30,000. 


Wheeling & Lake Erie.—This company has now a con- 
siderable force at work between Huron, O., and Pike, on the 
New York, Pennsylvania & Ohio, and will soon begin lay- 
ing track. 
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